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Roadrunner Ill is a top-line fairing taken a step farther. 
Tough, Hand-finished fiberglass construction for durability 
Improved areo dynamic design for less wind resistance 
Built-in directional/running lights are protected from damage 
Side running lights make bike more visible at night 

3/16” thick plexiglass windshield meets all federal standards 
Large storage compartments for oil, tools, clothing 

Black Naugahyde snap-on tonneau covers 

Break-away nylon windshield bolts for safety 

7” sealed beam headlight with 40 watt low, 50 watt high beam 
Built-in wiring harness with quick disconnect plug 

Vinyl side edging protects fairing from scuffing 

Fits most popular road bikes 

Comes in either black or white 










For the name of your nearest 
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Call or Write: 
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P.O. Box 420070, Miami, Fla. 33142 
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mr J Pierre Karsmakers, now a member of Team Honda, tells us that 
geam Honda Rider among his goals is the championship in the Trans-AMA series. 


Karsmakers After No. Í Pierre particularly wants to win the Trans-AMA, because it is 
A is open to international riders. European-born, Karsmakers is 27 
Plate in Trans AMA. fea old. He has five brothers and two sisters; three of his 
brothers race MX. Pierre started racing ten years ago, inspired 
by his uncle, who was the Dutch Open Class Champ. Pierre 
followed in his footsteps, winning the Dutch Open. Class Cham- 
pionship in 1967, 1969 and 1972. He has also won the AMA 
Open Class in 1973. As amember of Team Honda, Pierre will be 
riding in both the 250cc and open classes in world and national 
championship events, super cross competition, the Inter-AMA 
series and the Trans-AMA series. Pierre says he chose Team 
Honda because he is very impressed with the solidarity of the 
team effort, the tremendous support given the team. by American 
Honda and the excellence of Honda Elsinore™ MX bikes. 


New Hond a Prog ram Visit your Honda dealer and you'll find the salesman helpful in 


e p describing the new bikes. But hell be very helpful in another 

SHRI) Safety. way, too. He’ll be equipped with a Honda Safety Handbook to 
help him point out the safety-first aspects of motorcycling, and 
the importance of proper training before you ride. It’s part of 
Honda’s new safety effort being implemented through dealer- 
ships around the country. And, in some dealerships, there'll soon 
be a valuable new aid—the new Honda Test Track! motorcycle 
riding simulator. The simulator has a conveyor belt platform on 
which you actually run the Honda motorcycle. It’s a safe and 
simple way to experience the exhilaration of riding a Honda. 
It makes choosing just the right Honda for you a lot easier. 
Honda believes that safety and instruction are as important a 
part of selecting a bike as the bike itself. And when you do pur- 
chase a new Honda, your Honda dealer will give you a free copy 
of the Motorcycle Safety Foundation’s valuable booklet, Riding 
Lips. jOiune Motorcyclist. 


Bike BitS. More and more frequently, it seems, Honda Elsinores are prac- 
tically sweeping some races. Two motocross races are good 
examples. One was the California State High School Champion- 
ship, where 23 of the top 49 finishers rode Honda Elsinores... 
Another case was the 125cc Pro Class MX race at the opening 
of the 1975 NML Florida Winternational Motocross, where, of 
the ten top point finishers, eight rode Elsinores! ... Two brand- 
new motorcycles from Honda will soon be at your local dealer’s; 
they are the MR-175, a two-stroke enduro bike, and the TL-250 
four-stroke trials bike, designed by trials champ Sammy Miller 
and Honda engineers. 
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The Fixer 


® My friend Cheshire W. Beauty is known 
to those who love him as “The Fixer.” 
He is a walking index of solutions to prob- 
lems great and small. His solutions are 
blissfully free of multiple alternatives, re- 
lated aspects, potential complications, 
diffuse points of view, ethical niceties and 
historical perspectives. His blinding clarity 
of vision propels him to the quintessence 
of a problem; once there a solution 
streaks to his rapier mind with practically 
the speed of light. 

Implementing his solutions is almost 
always rugged, however. ‘‘Consensus’”’ is 
not in his vocabulary, so there are bound 
to be victims. The more complex the 
problem, the simpler the solution; the 
simpler the solution the higher the victim 
count, and the higher the victim count 
the greater the necessity for absolute 
power in the hands of The Fixer. Which 
in recent years has led to his “King of 
the World” prefix, wherein his solutions 
start with, “Well, if | were King of the 
World... .” 

An example: Cheshire Beauty, like all 
of us, has given considerable thought to 
the Energy Crisis. He likes to drive 
around. He was furious last Winter when 
the Arabs cut off this great nation of ours 
from the throbbing lifeline of crude, and 
he’s afraid they'll do it again. 

“Those Arabs can’t keep getting away 
with behavior: like that,” he said. “What 
would | do? Glad you.asked. Well, if | were 
King of the World I’d Nuke ’em, plain and 
simple, and take the oil. Look. They’re 
small, they’re weak, and they’re waging 
economic warfare on all the nations of 
the civilized world.‘Nuke ’em back to the 
Stone Age, grab up the oil we need: that’s 
the solution.” Goldwater-esque, you say? 
But. of course. Would it be effective? If 
you’re King, anything’s effective. 

Cheshire Beauty is an appealing char- 
acter. He is especially appealing to-me, 
because outside of generating solutions 
to all the world’s difficulties, he’s what 
-you’d call into motorcycles and the myriad 
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problems that snake and tangle around 
our fragile sport. Take automobile drivers. 

“Automobile drivers, as we all know, 
are responsible for a goodly percentage 
of all motorcycle wrecks, and that’s not 
even counting the damage they do to one 
another. OK. Remember those old World 
War Two movies, where the fighter planes 
had little decals representing the number 
of enemy planes they had shot down? Do 
the same thing with automobiles. If an 
auto driver runs into a motorcycle, he is 
required by law to take himself to the 
nearest tattoo parlor and have a motorcy- 
cle silhouette tattooed on his forehead, 
one inch high and two inches long, in 
black. After the same auto driver had 
collected enough motorcyclists to take up 
all the space on his forehead, the State 
Police would take away his car and fit 
it up with sensors on the bumpers and 
in the fenders, connected to a detonator 
and a shotgun shell, which would be im- 
planted in the car’s steering column. The 
very next time he ran ‘into anything, or 
anything ran into him, Kaboomie! his 
head’d get blown right out the roof. | bet 
you'd see a sharp reduction in the number 
of motorcycle accidents caused by au- 
tomobile drivers, and | bet it’s even cut 
down on the amount of traffic.” 

How about problems that motorcyclists 
cause for themselves, like noise? ‘‘That’s 
easy. A guy wants to hear a lot of noise? 
Let him hear a lot of noise. Suppose a 
guy gets caught running around town with 
an unmuffled expansion chamber. He 
gets a warning, and big red letter “N” 
painted on the side of his gas tank. If he 
gets caught again he wins a special all- 
metal helmet, with a hole drilled in the 
side. He had to take his bike, and the 
special helmet, to his friendly local welder, 
who welds an extension from the end of 
the expansion chamber right to the hole 
in the helmet. The guy is required by law 
to wear the helmet, hooked up to the 
expansion chamber, whenever he rides 
his bike. Two things would happen. First, 


his head and helmet would work nicely 


as a muffler, so nobody else would have Se 
to hear all that noise. And second, the- 





guy riding the bike would get to hear so.“ 
much noise that he’d get tired of it—if he |” 


didn’t go crazy, or deaf, first.” 


Other problems? “Hell yeah. Lots aaa See 
lots. Take road racing. Too much speed, > = 
too much money, right? What you dois. 
take away all the road racing tires and ` 


make everybody compete on Goodyear 
Grasshoppers. That’d equalize.all the 
bikes, since all of them have tod much 
power for Grasshoppers. The issue would 
be decided by the riders, which fs how 
it ought to be in the first place. 

“Trials? There isn’t much wrong with 
Trials, except that it doesn’t have specta- 
tor appeal. Why not? Because it’s too 
slow, which makes it too ‘safe. Trials 
needs an element of danger. If you could 
get maimed doing Trials, people’d come 
to watch. Several land mines, some con- 
certina wire and five or ten judiciously- 
placed Claymores would perk Trials right 
up, believe me: Make a little mistake now, 
they call ita dab. With my kind of a Trials 
course they wouldn’t call it a dab any 
more, they’d call it a ‘Great Beyond.’ ” 

“The Fixer’ sees nothing inherently 
wrong with the helmet law beyond the fact 
that itapplies only to motorcyclists. 

“Sure, motorcyclists should have to 
wear helmets. Crash on a motorcycle, 
you're going to hurt your head. Why not 
protect it? But what irks me is, they’re a 


lot of people who should also be required. 
to wear a helmet. Like skiiers, and golf- 


players. How about window washers? 


Hell, people who ride in airplanes don’t- 


even have parachutes, much less hel- 
mets. If anybody should be required to 
wear helmets it-ought to be rodeo riders. 
People who take their lives in their hands 
and get into elevators ought to have to 
wear a helmet on their heads, and one 
oneach foot. And then of course you have 
your people who have heads softer than 
(Continued on page 23) 
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BELL—SUPER MAGNUM 
The new Super Magnum is safer, 
lighter and quieter than Magnum 
“i Featuring a new. ear-neck 
padded roll for greater protection 
on or off the track. With a full 
fiberglass shell and polystyrene 
nner the Super Magnum exceeds 
all Snell ‘70, DOT, 290.1 standards 
for safety. Weighing only 38 oz., 
the Super Magnum comes in silver 
or white. Sizes 6-1/2 to 7-1 ides 3 








“HANG-TEN"” BOOT SOCKS 
Do your feet get hot and sweaty? 
These socks are made for wear 
with any boots. Cotton and syn- 
thetic fiber provide maximum ab- 
sorbency and ‘‘breathing’’ without 
bulk. Yet warm enough for the 
coldest riding weather. 20" high, 
in grey with lime green top. 

Pr. $2.95 


















NGK SPARKPLUGS 
Order by mail and save! Original 
plugs on Honda and other leading 
motorcycles. Send original NGK 
number—or make and model of 
your bike and we’ll send correct 
plug. Sold only in boxes of ten. 
Standard NGK Plugs $8.90/box 
B8 HC & B9 HC 

special for Yamaha$12.50/box 


(Racing & “V” Gold-Palladium 
plugs not included in offer.) 
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“DYNAMITE” DENIMS 

Latest style for motocross, enduro 
or trail riding. Heavy duty denim 
has special knee and side padding, 
S sewn on belt. Great for gals, too. 
I Order by waist size 22" thru 38”. 













ELASTIC KIDNEY BELT 
Support your kidneys and back! 
A must for trail, touring or com- $ 
petition. Durable, stretch-elastic f 
construction with steel spring CORONA TOURING BAG 
stays, chrome snaps. In black, Small packages and personal ef- 
sizes 28” thru 38”. $8.50 fects no longer need to be. a 
problem when you have this handy 
touring bag. Strap on arrange- 
ment allows instant removal tor 
use as a small ‘‘carry-all’’ bag. 
Completely waterproof, Re a lock 
mies 



























$19.50 





















CB750 OIL PRESSURE GAUGE 
Why take chances? This little 
gauge tells you your oil pressure 
instantly, can save you costly 
repairs. Simple five minute instai- 











zipper and is 12 x 5”. lation, no special tools needed. 
Black Vinyl $21.95 For all Honda CB750’s. $12.95 
Brown Canvas $21.50 





















ENGINE-TO-TIRE PUMP KIT 
Flat tires do happen—so don't 
get caught without this handy 
tire pump. Small, compact and 
fits easily into any bike tool kit. 
Simply remove sparkplug, screw 
adaptor in plug hole, connect to 
valve stem and kick your engine 
over. Multi-cylinder engines can 
be run to provide pumping power 





LANGHORNE LACE-UP BOOTS 
Our most popular “Boondock” 
boot. Just the thing for woods, 
trail, or any off the road use. 
Full length jace=up for snug calf 
and ankle support. 17’’ high, heavy 

- duty leather construction with 
reinforced toe and heel. In solid 
black. “D” width. Sizes 7 thru 12. 





MOTOCROSS GLOVES 
Protect your hands and knuckles! 
f ideai for woods, enduro and 
motocross. Sewn-on rubber strips 
protect back of hands and fingers. 
ough, yet supple genuine leather 


and. the finest of materials 
























































throughout, elastic wristband. S th sole/heel 38.95 from deactivated cylinder. Kit $ 
Sizes Š, M, L, XL. Clastea soles Nige toaa contains adaptors for 10, 12 & ‘4 
Leather Palm/Denim Back $6.95 14mm sparkplugs. $6.25 Z 








‘ume OUTRIDER ACCESSORIES, INC. 


al et NATIONAL MAIL ORDER WAREHOUSE | 
CV ANEA nel 608 W. 57th St., New York, N.Y. 10019 


with any 
order by mail or come on -over 


$10.00 Purchase 
Use this handy coupon to order any of the quality accessories shown on this page. 
Send your order to our national mail order warehouse (above) or if you are in the | 


All Leather, Unlined $8.95 Ta 
All Leather, Fully Lined $10.95 















1 container 
Fabulous 
“Cycle Brite” 
motorcycle polish 

+ 1 tube “Rub-A-Way” 
with any 

$20.00 Purchase 

(a $4.00 Value) 


area of any one of our Outrider stores listed below, come on over. Over 1,000 
items in stock. All merchandise is fully guaranteed. 


NAME 
ADDRESS 
CITY/STATE/ZIP 


a a eee Ee) ae 
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Add $2.00 for postage & handling New York residents add 7% state sales “| 


Money Order oO Check CO 



















1 “Chainmate”’ 
Lubricator Kit 
+ “Cycle Brite” polish 
+ “Rub-A-Way” Cleaner 
with any 

$30.00 Purchase 
(a $10.00 Value) 


WEATHERKING COVERS 
For summer, winter, spring or fall. 
Protect your chrome and paint 
finish against rain, snow, sun, dirt 
and dust. Cover slips neatly over 
your bike and folds compactly 
when not in use. Durable, vinyl 
backed cloth, waterproof, fire re- 
sistant. 

Over Handlebar Covers: 








































Posce up 319198 Send $1.00 f 
Over windshield Cover: § z ae able st Master Charge & $20.00 Minimum on Charge Orders 
E sSocc Eup $19.98 1218 catalog: Credit Card No. Expiration Date 
ver Sissy Bar Cover: ree with any EAST COAST SOUTHEAST WEST COAST 
Mo sulnesniela) Rios $10.00 order) 608 W. 57th Street 85 N.E. 167th Street 10545 W. Pico Blvd. 









New York, N.Y. 10019 N. Miami Beach, Fla. 33162 Los Angeles, Calif. 90064 
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Time-Killer Special 


| wish everybody could have a chance 
to read Cycle like | do. To me Cycle Mag- 
azine isn’t just a book to read when you 
have nothing to do. To me it tells of mo- 
torcycle adventures and mysterious 
wrecks that happen. 
Randy Garey 
Macon, Ga. 


Vibrocycles Indeed! 

What gives? Have you guys got lace 
on your undies? 

Phil Schilling really hurt my feelings with 
the nasty and untrue things he said about 
my beloved Norton Atlas. ‘'. . . snapped 
its jaws open in angry vibration and 
clenched and shook any rider to submis- 
sion. ... Quaked down highways, seeding 
the berms with metal.” Indeed! 

The point I'd like to make is this: A lot 
of cyclists don’t want a super-smooth 
two-wheeled automobile. One of the rea- 
sons we ride is for the feel of it. We're 
bored by the “ho-hum” of riding to work 
in the family station wagon and those 
Japanese whisper-jets and busy-bombs 
aren't a whole lot better. 

If you could somehow understand this, 
you'd appreciate the Nortons, Harleys, 
and Triumphs for what they are—real MO- 
TORcycles. 

Roy Suttie 
Westminster, Colo. 


RE5 

| very much enjoyed your test on the 
Suzuki RE5 Rotary. It was a difficult task, 
very well done. Most of the Wankel engine 
descriptions in the end fail so completely 
to present the picxure that they are unable 
to draw up final conclusions by compari- 
son with existing modes of burning gaso- 
line. You did draw up some very saga- 
cious thoughts that the shareholders of 
Suzuki might well think about. 

No matter how well and competently 
the engineering is done, Suzuki engineers 
cannot alter the Wankel principle. They 
cannot alter the fact that inefficiency is 
always given off in the form of heat. The 
more heat, the less efficient the motor is. 
The gas mileage proves this. The Suzuki 
GT-750 puts out around 7OHP while the 
Wankel develops 48 H.P. Engineering- 
wise it is surely a marvel, but efficiency- 
wise it seems to be suffering. To invest 
so much money into this unalterable cycle 
seems to be questionable. This you very 
ably pointed out, and in a manner that 
| have never seen before on any Wankel 
engine article. 

| feel sure that under the Japanese 
system of world-wide distribution, the 
complexity of the engine components will 
be a puzzle in many countries. 

6 





Motorcycle garages and mechanics in 
the underdeveloped countries are not as 
well educated as car garage people. So 
| wonder where they will market it. 

Also the GT-750 is a very nice bike, so 
they compete with themselves. | shall be 
wondering for a long time just why they 
did it. 

Les Runton 
Canton, Mass. 


Lawnmowercross 

In regard to your selection of the Honda 
XL-250 in the ten best: you state reliability 
is its strongest point. To this | say Horse- 
Feathers! | have two friends who own 
them and they have each had the cam 
chain tensioners break three times. 

One guy had his XL-250 towed out of 
the woods twice and by a two-stroke 360 
Yamaha, of all things. | own a Honda 
MT-250 and have yet to have it break 
down in the woods on me yet. 

| have replaced one set of rings on my 
MT-250, but! am still way behind my buddy 
in money he has spent on his XL-250 for 
repairs. The XL-250 is a good bike but 
| don’t believe it is any better or more 
reliable than any two-stroke cycle. 

Put the four-stroke XL-250 engine in a 
riding lawn mower where it belongs. Give 
me a two-stroke dirt bike anytime. Please 
do some checking before you try to 
brain-wash the readers. 

I'd rather smoke than switch. 

Jon N. Svendsen 
Attle. Falls, Mass. 


Norton/Player 


The real reason that “British-made” 
bikes leak oil and fall to bits is that they 
are not really BRITISH-made, they are of 
course (evil of all evils) made in—wait for 
it-ENGLAND! 

Which means that they are manufac- 
tured between tea-breaks and listening 
to the latest cricket scores. 

Had the bikes been made in SCOT- 
LAND then they would have been as per- 
fect as our WHISKY. 

And as you no doubt have noticed, the 
only thing that falls off rapidly with whisky 
is your standards of morality, and ac- 
cording to quantity, sometimes your head! 

K.L. Kennedy 
Edinburgh, Scotland 


Bucks Up 
| suppose my main reason for writing 
you at Cycle Magazine is my concern for 
the growing cost of motorcycling. | am 
positive that there are other enthusiasts 
that share my feelings. 
| started riding motorcycles ten years 


ago when the sport and its patronage 
were still considered “strange” and ‘‘re- 
bellious.”” We have since moved into the 
acceptable stage, thanks to some excel- 
lent publicity from some major manufac- 
turers. But along with this acceptability 
came a gradual increase in the cost of 
everything concerned with the sport. This 
is true, especially recently. 

After reading your Yamaha RD350B test 
in the December issue, | was a little dis- 
turbed about your “shrugging” off the 
price increase from a reasonable $839.00 
to an outrageous $1211.00 in one year!!! 
| wouldn’t care how good the bike is (and 
no doubt its an excellent machine), the 
average guy has got to feel ripped off! 
It would literally be impossible to convince 
me (and I'm sure many others) that the 
cost of manufacturing has gone up that 
much in one year!!! 

My present bike is a 1970 Honda CL 
450. | bought it new in September 1970 
asa “leftover” (HEH HEH!!!) for $1075.00. 
Price one now! | expect to keep the bike 
another 5 or 6 years. It runs like a clock, 
and suits my needs fine. | will drive it, 
and maintain it, until the wheels fall off! 
When they do, | have a growing fear that 
| may have to give up the sport. If current 
rates persist, in six years it would cost 
me over $2000.00 to replace what | have. 
The cost of parts would equally increase 
to the super-incredible stage by then. I’m 
afraid that in 1980 the extent of my enthu- 
siasm will be receiving and reading your 
publication. 

Lawrence J. Pace 
Rochester, New York 


Parts Down 

In 1964 | started riding motorcycles. | 
thought parts were hard to get then. Now, 
10 years later, when people write of the 
great advances of the industry, | get a 
little peeved. Parts are still hard to get. 

St. Louis has many motorcycle parts 
stores. Many dealers. Probably combined 
they would do millions of dollars worth 
of business a year. 

| spent one week looking for an expan- 
sion chamber for a Bultaco. Every manu- 
facturer makes one, but no shops have 
them in stock. | wrote letters to Bassani 
after not getting any satisfaction from the 
so-called distributor. Bassani wrote me 
and said ‘‘sure we make one, contact our 
distributor.” CATCH-22! 

| had on order a Hooker pipe from Aug. 
8, 1974 to Sept. 17, 1974. | placed the 
order directly with the distributor at a local 
cycle parts store, supposedly one of the 
biggest in the midwest. | finally cancelled 
my order, when the distributor couldn’t 


(Continued on page 27) 
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CASTLE ROCK 
FAIRGROUNDS 
July 12 


SANTA CLARA 
FAIRGROUNDS 
May 18 
Sept. 21 


LAGUNA vas 


ONTARIO a 
» MOTOR SPEEDWAY == ee 


ASCOT PARK 


A July 26 
Sept. 27 


Come i 


PEORIA 
MC GROUNDS 
Aug. 10 


AY 


SANTA FE 
RACEWAY 


TEXAS STADIUM 
Apr. 12 


ASTRODOME 
Jan. 31-Feb. 1 





ailt te ann ounces its sponsor- 
ship of America’s richest TRTA motorcycle series?” 


The richest motorcycle competition 
in America. 


VIGO COUNTY ` 
FAIRGROUNDS 
Aug. 17 


INDIANA STATE 
FAIRGROUNDS 





ea 





NEW YORK 
FAIRGROUNDS 
Sept. 7 


TOLEDO RACEWAY ~ FAIRGROUNDS 


Sept. 13 June 14 


OHIO STATE 
FAIRGROUNDS 
June 22 


AY 


LOUISVILLE DOWNS 


_ June7 i 


ROAD ATLANTA 
June 1 
N 


DAYTONA 
INTERNATIONAL 
SPEEDWAY 
Mar. 9 





W eamer The Camel Pro Series. 

The top riders and factory teams such as Yamaha, Honda, 
Harley-Davidson, Iriumph- Norton, Kawasaki, and Suzuki 
will be chasing over $800,000 in prize money. 

The series is sanctioned by the American Motorcycle Asso- 
ciation and includes all the events of the AMA Grand National 





Series. Short track. Tourist trophy. Road race. Half-mile. Mile. 


Look for the race in your area and watch your local newspaper for further details. 
„ Camel Filters and Motorcycle Racing. 


~ Theyre not for everybody 
(but they could be for you). 


@1975 R. J. REYNOLDS TOBACCO CO, 


19 mg. “tar”, 1.3 mg. nicotine av, per cigarette, FIC Report OCT. 74. | 


ASSOCIATION 


Warning: The Surgeon General Has Determined — 
That Cigarette Smoking Is Dangerous to Your Health. 
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Don’t feel bad. 
eet po the fo 750 rider 
wn o a 
Yamaha 350. 


Ad Look at it this way: You weren't humil- 
a iated by an ordinary street bike. You were 
I humiliated by the world’s most successful 

roadracer. Because that Yamaha RD350 is 
just a cleverly disguised version of the 
Yamaha 350’s that have won Daytona, 
Spa, Laguna Seca, Talladega, Imola, and 
just about every other road race worth 
winning. 

Remember how easily the RD350 
went inside you around that corner? That's 
because the frame and suspension designs 
are patterned after aTZ350 roadracer's. 

Remember how you couldn’ catch it 
on the straight? That’s because the RD350’s 
power-to-weight ratio is more like a road- 
racers than a street bike's. It even has 
a six-speed gearbox. 

; We hope this cheers you up. If not, 
remember that many of the world’s finest 
professional riders have had their 750’s 
blown off by Yamaha 350’s. Not on a back 
road, either. Right out in public, in front 
of thousands of spectators. Now that’s 

` humiliation. 
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CIRCLE NO. 29 ON READER SERVICE PAGE. 











Ford designed the van, Local custom shops design and furnish such items as porthole windows, “mag” wheels, fat tires, sidepipes and special paint themes. 


Ford redesigns the van. 


Basic design changes in’75 Econolines give you new room 
and comfort, new durability, new opportunities to customize. 


New comfort starts with a spacious new 

cockpit, stretch-out, move-around room for 

driver and passenger alike. We made the 

room by moving engine and axle forward, 

the wheelhousings out of the way. Then we 

added a molded engine cover, insulated to 

help quiet the ride...and with utility wells 

to hold your maps, sunshades or what- 

have-you. 

New durability comes from our exclusive 

new body/separate frame construction. And 

from our deep-dip electrocoat primer that 

protects the entire body. And power? A 

husky 300 cu. in. Six is now standard with 

351 and 460 V-85s available. Front power 

disc brakes are standard, too. 

New choices that give you a head start on 

customizing include options like these: 

* pivoting Captain's Chairs (shown right). 

è interior trim including cut-pile carpeting, 
super-soft vinyl upholstery. 

è auxiliary fuel tank that increases capacity 
up to 42.6 gallons. 

+ new AM/FM stereo radio with tape player 
andother AM and FM radios. 


See '75's van value at your Ford Dealers. 


The closer you look, the better we look. 


FORD 
FORD DIVISION 


CIRCLE NO. 27 ON READER SERVICE PAGE. 


Center van length 
increased 12 in. over 
last year. 


Rear doors 10% 
wider than last year... 


a full 54" ~ 


Key areas are 
galvanized. Body 
completely electro- 
coat primed. 















Engine-forward 
permits 17 up-front 
service checks. 


Energy-absorbing 
frame rails help 
cushion front impact: 


Choice of sliding 
or swinging doors. 


The 1975 Econoline Van is a great, new van that offers many customizing opportunities. A strong, durable 
foundation to a long-term investment. 
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Truckin’ 


® The motel door opened suddenly. Like 
it was the contest between the irresistable 
force and the immovable object... and 
the immovable object, namely the door, 
just gave up. It was no contest. 

Daytona is, or at least has become, the 
World’s Biggestever Motorcycle Race. As 
it has undergone this transformation, 
nothing has happened to make it easier 
to get there. So it was that we were not 
too surprised to see the emaciated figure, 
face drawn with fatigue, burst through 
the door. It was Charlie. 

He had just arrived from Oldbridge or 
Northbridge or Nobridge or someplace 
like that in southern Massachusetts al- 
though he looked at the moment like he 
had just come from last rites. With some 
effort the ten people already in the room 
made an easy path for Charlie and 
cleared a place for him on the nearest 
of the two double beds. Not a word was 
spoken. None was needed, since most 
of us who were sharing that room had 
been through it all at least once before. 
The more stubborn among us had suf- 
fered several times, vows of ‘‘Never 
Again” notwithstanding. We still weren't 
entirely satisfied that the trip did not have 
to be made at great psychic and physical 
cost. Charlie McMahon’s arrival did noth- 
ing, however, to encourage us. 

Several pairs of sympathetic hands 
supported and then lowered Charlie into 
a recumbent position. We could almost 
hear the creaking of his aching body as 
he was eased onto the bed. The look in 
his eyes was that one reserved for the 
tortured and the damned, easily dupli- 
cated during that inquisition known as the 
third degree, or more simply by indulging 
in a lot of night driving wherein one stares 
at a lot of high-beam headlamps. As his 
head touched the pillow the light from the 
bedside lamp crossed his face and an 
involuntary shudder wracked him. 

Somebody, Skinny Joey, | think, turned 
off the light. Charlie, you would think, 
would have closed his eyes, but he 
couldn’t—that is, not until one of the girls 
kindly put a hot-water-soaked towel on 
them. That allowed him to get his eyes 
shut, but he did not really quiet down right 
away. Neither did the room. 

Even though everybody knew Charlie 
needed things quiet to rest, a low buzz 
continued. Somebody always arrived a 
semi-basketcase state. Those who had 
made it by one or more of the easy ways 
always had something to say about how 
dumb it was for so-and-so to have done 
it the hard way, even if the observer had 
done it the hard way last year. 

The easy ways to Daytona haven't 
changed much: only the price of ease 
has risen. One way down is the airplane. 
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Downhill Straight 





For those with a fear of flying, there is 
the railroad (now more expensive than 
flying). And there is the usual. Driving. 
The easy way to drive to Daytona is to 
have a car-full of neat-o drivers and go 
non-stop. The advantages are obvious. 

Then there’s the hard way. There | was, 
trying to get the other ten of us who were 
sharing the room to be hush-up for Char- 
lie’s sake when he started to babble inco- 
herently, and his feet pumped methodi- 
cally as though there were still clutch, 
brake and gas pedals beneath them. 
Conditioned reflexes were working in re- 
sponse to whatever nightmare of roads 
and driving was spinning around in Char- 
lie’s head. Charlie had tried it the hard 
way and had lost. Not that there was ever 
much of a chance of coming out on top 
when going it the hard way. 

It was a matter of degree: how much 
or how little it took out of you. You might 
come out of it merely tired and only 
slightly traumatized. That was the least. 
At the other extreme you could really blow 
it and wind up in a bag. And then there 
was Charlie. He was just one step short 


of having that accident, just lying there - 


twitching and mumbling . . . more or less 
a classic example of almost losing it all 
while doing it the hard way. A case of 
battle fatigue if | ever saw one. 

Doing it the hard way starts off pretty 
much the same every time. The time be- 
fore Daytona boils down to about a week, 
give or take a Friday. Suddenly everyone 
realizes very little has been done to get 
ready, either for the trip or for the races. 
A great burst of energy is shown by all 
persons concerned. 

There are three guys who intend to race 
bikes in the sportsman events, and one 
of them is going to enter in the nightly 
dirt track just to fight off boredom in the 
evenings. They set to work in real earnest 
about this time, as do large numbers of 
Novice entrants, and of course, those 
stalwarts from Team Stupid. This creates 
a tremendous drain on the resources of 
the entire motorcycle industry, with every 
spare part, hop-up item and can of racing 
oil in demand. 

It also places an enormous drain on 
anyone who tries to get ready to go to 
Daytona in a week or so, anyone not 
having the resources of a major factory 
or a wealthy dealer. Anyone, in this case, 
turned out to Charlie. Charlie was not 
going to Daytona to race, but he had a 
fairly solid van and he was going to help 
his pals get their bikes down to the track. 
What began as a good and helpful offer 
was to become a horrible experience for 
him. None of his three pals could get away 
from work in time to drive down, leaving 
Charlie to do it himself, the hard way. 


Naturally, Charlie couldn’t stand idle 
while his buddies worked on their ma- 
chines every night and into the morning 
hours. He had to be helpful, because 
that’s the way he was. A proper Charlie. 
So by the night of his planned departure 
he was one tired Charlie. After squeezing 
five bikes, three big tool chests, a cou- 
ple of small ones, several cartons. of 
spares and sundry gimcracks into ‘the 
short-wheelbase van they called The 
Pride of the Berkshires, all was consid- 
ered ready for blastoff. They lectured 
Charlie once more on how important it 
was for him to get there with their bikes 
and he left with the dedication of a cor- 
nerstone. It was almost two A.M. when 
he drove away from the shop. 

It was almost a quarter past two and 
only raining moderately when the right 
rear tire blew under the strain. Since he 
was only minutes from his house, Charlie 
repaired there, where he decided it was 
too much like work to try to get at the 
spare, buried as it was under all that stuff 
in the back. He’d catch some zees and 
do it in the morning. 

It was only a slight delay, and as the 
next evening rolled into view Charlie and 
the van had cleared southern Massachu- 
setts, Rhode Island, Connecticut, New 
York and was well south in New Jersey 
when there came from beneath the truck 
the sound of a thousand clumsy knife 
sharpeners, accompanied by rapid ve- 
hicular deceleration. Even before the tow 
truck put in an appearance, Charlie was 
able to diagnose front universal failure, 
since the shaft could be seen nosing 
down into the pavement. And he could 
not have faired worse had he been the 
Sheriff of Nottingham caught with a full 
purse in Sherwood Forest by Locksley 
and his Merry Men. His urgent pleading 
resulted in a rush job and a suitable over- 
charge, which later left him without even 
enough for tolls. And the delays were 
beginning to add up. So he drove long 
and hard, and skirted tolls, and siphoned 
gas, and somehow wasn’t stopped by 
that Trooper down near the Okefenokee. 
All these things, and some too terrible to 
tell, did Charlie mumble in his uneasy 
sleep, the headlights still boring like 
needles into his eyes. 

Charlie had a ball when he finally came 
out of it, except for watching his friends 
race in their various events. He’d get 
badly tensed up when they were out on 
the track. | asked him if he didn’t think 
he was being overly worried and he told 
me straight: 

“Hell no,” his eyes opened wide, “I’m 
not about to want to drive back alone. 
If they hurt themselves, l'Il kill ’em!’”’ 

—Mike Shuter 
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Tips. 
Escape Route 


r ļ 


® | was riding across the George Wash- 
ington Bridge last Fall. It was clear, brisk, 
not too much traffic. We were going about 
40 mph. There was a station wagon in 
front of me, and a foreign compactin front 
of him. All of a sudden the foreign com- 
pact swerved slightly to the right—it 
looked like some kind of a steering equip- 
ment failure—and then locked up its 
brakes. Well, the guy in the station wagon 
behind him wasn’t paying enough atten- 
tion, and he rammed right into the back 
of the foreign compact. If | had been 
directly behind the station wagon, and if 
| hadn’t been paying attention, | would 
have been part of this whole chain- 
reaction mess. 

But | never follow close behind any 
other vehicle, and my position on the road 
is usually as far to the left as is safe. Why? 
Several reasons. First, the middle of any 
lane is always covered with oil and 
grease-drippings from automobile en- 
gines. Always. Where there's oil and 
grease, there isn’t traction—for braking 
or turning. Second, you can cheat a little 
to the left and see what's going on in front 
of the car you’re following. And third, if 
there is an unavoidable situation happen- 
ing directly in front of you, like one car 
rear-ending another car, you can often 
ride by on the left and stay clear—which 
is what | did that day on the Bridge. 

Another thing: motorcycle brakes, used 
properly, can get a bike stopped quicker 
than the average automobile driver can 
stop his car. Which means if there’s a 
pile-up in front of you and you're able 
to get stopped safely, there’s no guaran- 
tee that the guy in the car behind you 
will be able to stop safely. So if you ride 
in the left-hand portion of your lane, you 
have a sort of escape-route if you need 
it. Obviously, you'll be wanting to keep 
enough room between you and the car 
in front of you so that you can stop safely 
no matter what happens, but the 
escape-route to the left of the car in front 
of you is there if you need it. 

One other thing: the average auto- 
mobile roof is about 54 inches above 
ground level. That means that in most 
cases you can see over the car in front 
of you. Combine your over-car visibility 
with what you can see by riding in the 
12 








left portion of your lane, and your chances 
in traffic are much, much better. 

and don’t forget about the escape route. 

Marvin Simmonds 

Skytop, Penn. 


Handball Gloves 
Warm weather riding is unfortunately 
accompanied by removal of good protec- 
tive clothing, including gloves.There is an 
inexpensive, readily available form of 
hand protection that most riders should 
find satisfactory in even the warmest 
weather—the handball glove, available for 
little cost at any sporting goods store. 
These gloves are extremely sturdy, wash- 
able, and the palm is padded, which helps 
reduce any vibrations transmitted. Some 
gloves even have air holes on their upper 
surfaces for ventilation and cooling. The 
intended purpose of handball gloves dic- 
tates only highest quality leather and 
heavy duty stitching. Used as riding 
gloves, a pair should last for years and 
provide unbeatable protection in the 
event of a spill. 
J.P. Myers 
Las Vegas, Nevada 


Flat 
Some of my friends used to get a lot 
of flat tires on their dirt bikes. When they 


started practicing some of the tricks I’ve / 


picked up in 11 seasons of enduro riding, 
most of their flats quit occurring. 

Flats are caused in many different ways: | 
(1) running over a sharp object; (2) the, 
tire slips on the rim and rips out the valve 
stem; (3) a spoke comes loose and punc- 
tures the tube; (4) a severe front wheel 
impact pinches the tube between the rim ' 
and tire casing. 

You can't guard against a sharp object 
puncture. That kind of a flat is just plain 


bad luck. However, there are precautions | 
| the police didn’t stop him nearly as often. 


you can take against all other types of 
flat tire menaces. 


There are two methods of preventing | 
| are working stiffs too, tend to be more 


a tire from slipping on the rim during hard 
acceleration or braking. First and most 
important: fit two rim locks on each wheel. 
Or you can use sheet metal screws on 
each rim. | prefer rim locks. Second, | 
mount your tires with LubriTech Tire 
Mounting Fluid, a spray can liquid which! 


eases installation and dries almost glue- \ 


like around the rim/bead junction. This 
bond greatly resists slipping. 

To reduce the possibility of a broken 
spoke puncturing the tube, do two things. 
First, remove the flimsy rubber rim band 
that is supposed to protect the tube from 
broken or protruding spokes, and replace 
it with three tightly-wrapped layers of 1- 
inch-wide silver tape. Second, wire the 
spokes. This involves wrapping a tight 
loop of safety wire around the junction 
where the spokes cross each other. This 
prevents a broken spoke from flopping 
around and possibly poking the tube. 

Finally there are two safeguards against 
a severe impact pinching the tube. The 
first is to run a minimum of 15 pounds 
air pressure if you expect to be riding fast 
over rocky terrain. Many desert racers run 
up to 20 pounds of air just to help prevent 
pinched tubes. The second is to split an 
old innertube around its inside diameter 
and slip it over the tube so it’s sandwiched 
between the tube and tire. This extra layer 
of rubber prevents all but the most severe 
impact pinches and also fends off many 
sharp objects which would normally 
puncture the tube. 

Herbert Skin 
Buffalo, N.Y. 


Just a shortie for your “Tips” columnza 


friend of mine uses his bike quite a bit. — 


He plays around on it on the weekends, 
and unless the weather's just awful he 
rides it to work every day. It’s a Triumph, 
and he’s done enough work on it to cause 
the police to notice it every time they get 
a chance. To make it even easier for the 
police the bike is bright, shiny and louder 
than it really ought to be, and my friend 
rides briskly, if you know what | mean. 
He discovered a year ago that if he 
attached a lunch pail to the bike’s seat, 


He says that the lunch pail identifies him 
as a working stiff, and the police, who 


sympathetic than if he looked like he was 
just out joy-riding and raising hell. So if 


| any of your readers feel that they're get- 


ting unduly hassled, they might give the 
lunch-box ploy a try. 

Claude Viand 

Doom, N.J. 
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ACCESSORIES 


for everybody and their bikes... 




















DELUXE HELMET CHIN CUP Fully padded. Lock- oe : 
in lugs prevent slippage. Ends We Tep HANDLEBAR =X7<NDERS For all 
1.95 


Hondas. Also fit Z-1 Kawasaki and 
750 Yamaha. Move handle bars 
back to comfortable riding posi- 
tion without changing cables, 
brake hose or wiring. ......$16.95 


ends. White or black serana 


WHEELS OF MAN 
RAIN-PROOF CYCLE LUGGAGE 


A — Tank Bag — Straps to Gas tank; 
12”x10”x5”. Topside map pocket 

and personal effects pouch. Heavy duty 
sling for take-along convenience. 

Red, Yellow, Blue, Black ...... $14.95 
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for HELMETS 
2 B — Stuffer Bag — 10” diameter, 
17” long. Holds two helmets Quick release that works like a miniature 
and clothing. Travels securely. b seat belt. Polished metal. Replaces your 
Three-snap flap. Heavy duty “D” rings easily. $2.00 
slings. Red, Yellow, Blue, Black ...... $9.95 
C — Super Stuffer — 21” long, 
ig = —_ 12” diameter. All features, plus 
à ime “piggy back” pouch. 
SISSY BAR CARRY-ALL LUGGAGE Fits all bars, Red, Yellow, Blue, Black 
on-off in a jiffy. Double lined, heavy duty $13.95 
vinyl, full zipper enclosure. Waterproof. 2- D — Ruck Sack — 
strap carry-handle, use as hand luggage. ee mers 
" hi i à shoulder or ba 
Ber high: Black or antique Brown. $29.95 mack? Flantblee: HONDA SWITCH-UP KIT Fits all Hondas, 
sides. 10”x12”x4 4". Move ignition switch up. Do it yourself 
Overlapping flap for in minutes. With hinged protective cover. 
extra weatherability. Mounting bracket, new switch, two keys 
Red, Yellow, Blue, and extended harness. List year and model. 
Black $9.95 Complete Kit aree aa $19.95 
Complete Cycle 
Luggage Set — TOP QUALITY HAND TOOLED LEATHER 
Tank Bag, Super Stuffer, 
Ruck Sack in matching colors. 
Red, Yellow, Blue, Black $47.00 
4 HONDA FUEL SHUT-OFF LOCK. 
Prevents ride-off thefts. Lustrous 
} chrome finish. Easy to install. 
With 2 keys. All Hondas thru ’74. 
$14.95 
i BELT Hand tooled edges and “HONDA” let- 
tered. Heavy antique brass style buckle. 
ma Small, med., Ig., X-Ig. Black or brown. $9.98 
VINYL COMP GRIPS GRAN TURISMO GRIP 
4 Minimize handlebar vibration. Vibration-free riding. For Honda. 
Slip over standard grips. Gold, Blue, Black or Red. 
Black only . Set of 2—$3.49 Set of 2 — $2.98 > å 
i REWE FUEL GAUGE Fits 
all Honda flip cap models; all 
NEW CYCLE SPAT $a years. Also Yamaha ’75’s (road) 
No more ruined %® and Kawasaki ’75’s (road). Easy 
shoes! Cycle spat F. to install $14.9 
protects against 
aprasions, qa; 
indenting. One size 
fits all. Genuine © BELT KEY ee 
leather, elastic BELT POUCH Hand STRAP 
straps. Extra strap tooled. Snaps over any Hand tooled. 
included. Black or belt, can be used as Snaps over belt. 
Brown. ..........$3.98 pocket wallet. Black Black or brown. 
$1.79 
HEAVY DUTY PLEXIGLASS SHIELD with de- 
tachable canvas apron. Full body protection. 
Universal mount chromed hardware, fits al- DELUXE HONDA PATCH oP 
most all cycles. Inside snap-flap pocket for 4-COLOR “WING” BACK PATCH 13” wide. i i 
coins, valuable, glasses, etc. Shield meas- Sky blue wing, red & metallic gold name NEW! GAS CAP LOCK For all Honda j , 
es ures 21” x 17”. 3/16” thick ........... $44.95 panel on black felt. $3.5 flip cap models, all years. Can be MONEY BELT Secret 10” long zippered pocket 
> Shield without apron ................... $39.95 used with new fuel gauge (Honda on inside. Hand tooled. Small, med., Ig., X-Ig. 
n d 1 only). Heavy duty. 2 keys. Easy to Black only....$12.95 
..„ anda book-full more! install ...... Lock and 2 keys $9.95 
60¢ ene PEE ee ee ee ee eee ee ee ee eee es es ee ee ee 
anywhere ON A MINEO A JERICHO TURNPIKE ™ 
Bode E ee i DA of L MINEOLA, N.Y. 11501 
a A (516) 248-5775 
NAME 
o% 
i ADDRESS =o 
Iœ 
l city = SmE ZIP es 
ES 
Year Model # Serial # az 5 
l SS |e j£ 
(Ist & 2n4 2 
| QUAN. ITEM SIZE [COLOR choices) 2 5 
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z l zg Seg 
UNIVERSAL SADDLE BAGS Fit almost all bikes, over or Bx ss 
inet seat FSi cemovabie for caring Large ca- : St ret N.Y. State residents add 7% sales tax. Add 5% shipping | sg aie 
pacity. Durable Black or Brown Vinyl. Visit our only retail location = ü e 
ion. Parcel Post Special Handling & D TOTAL 
Set ot two $13.95 (Black or Brown Leather $19.95) FREE GIFTS to out-of-town visitors I $150 additional Sioa A 0 




















Time For Change 


@ The FIM has resolved that road racing 
must be expunged from the world cham- 
pionships; the verdict becomes effective 
in 1976. 

Fortunately, they do not mean road 
racing in the broadly accepted definition, 
only in the literal sense of road racing 
on natural roads. These roads had their 
origins in eighteenth-century wheel 
tracks, which formed as farmers drove 
their carts in certain directions and over 
particular terrain. Much later, with the 
introduction of automobiles to the 
masses, the tracks received the asphalt 
treatment, and the roads were gradually 
equipped with traffic signs, street lamps 
and curbstones. These man-made en- 
cumbrances joined some natural ones. 
Trees sprouted directly from the verges 
or grew up behind stone walls which were 
originally erected to prevent cows from 
wandering across private lands. 

Because the roads were there, motor- 
cycle racing used them as a matter of 
course. Riders learned to live with, or 
ignore, or actually enjoy the challenge of 
the “natural hazards.” Traditionalists 
considered the roadside furnishings in- 
dispensable to sorting out the aces from 
the ordinary racers. The hard scenery did 
serve to reward the unwary and unlucky 
with painful mementoes of falling off. 

According to the traditional diehards, 
road racing meant accepting all chal- 
lenges on circuits comprised of “real” 
roads. Hard-liners insisted that the natural 
roads were entirely responsible for pro- 
ducing great past-masters of racing, and 
therefore “real” circuits had to be per- 
petuated at all costs. But, finally, the 
riders decided it would be otherwise. 

In endorsing the riders’ views, the FIM 
issued unmistakable warnings to promot- 
ers of road-circuit racing that they were 
out of touch with modern thinking. Every- 
body knew the warnings were directed 
mainly at the Isle of Man Tourist Trophy 
Races. Other circuits might be modified 
to meet the FIM safety requirements, but 
the 37% mile loM Mountain Circuit could 
not be altered. 

The TT put the traditionalists and pres- 
ent-day riders on totally opposed courses. 
The TT organizers were powerless to 
prevent the ‘‘World’s Greatest Road 
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Race” from degenerating into a third-rate 
promotion because star riders absented 
themselves from the island’s death-or- 
glory challenge. In effect, the riders en- 
couraged the FIM to ban natural-road 
circuits. And that wrote finis to 70 years 
of a peculiar form of road racing known 
as “European.” 

The fate of the TT’s fellow victims— 
Imatra (Finland), Brno (Czechoslovakia), 
and Opatija (Yugoslavia)—had no world- 
shattering repercussions. The Czechs, it 
was thought, could keep Brno in the world 
championship lists with extensive modifi- 
cations. The Yugoslavs would probably 
give up Opatija’s championship status. Up 
in Imatra, the Finns had been living on 
borrowed time; poor crowd control had 
the Finnish police looking for an excuse 
to impose a ban. But the classic TT would 
only succumb after a series of futile rear- 
guard actions and a great outpouring of 
reactionary propaganda. And predictably, 
many enthusiasts rushed to defend the 
TT. Voices were raised in a mixture of 
aggression, self-pity and naivety. 

Having received the FIM verdict—but 
refusing to accept its finality—the Auto- 
Cycle Union joined with the loM authori- 
ties in promising to ‘‘fight the FIM propos- 
als to the last ditch.” These brave words 
were curiously contradicted by subse- 
quent actions. In constructing the 1975 
TT program, the ACU placed the prestige 
accenton three non-championship races, 
thus degrading the world championship 
events. The number-one (and top-money) 
event became 300-1000cc Open Classic 
TT which was designed to attract all ma- 
chines from Formula 750 to Grand Prix 
exotica—and all the world’s top riders 
including Americans. The second big 
event was an open sidecar three-lapper 
(450-1000cc), hopefully grouping the best 
of 500cc world championship rigs along 
with bigger capacity outfits like Yamaha, 
Honda, Kawasaki and Konig. The third 
race was a 250-1000cc event for produc- 
tion machines with two riders-per- 
machine over ten laps (377.5 miles). 

At the same time, the TT defenders 
unleashed a barrage of anti-FIM (anti- 
Read/Agostini/MV/ Yamaha) sentiment. 
The TT is to lose world championship 
status because two factories and a few 


riders are against the famous race, while 
hundreds are for it. (Marquess Candem, 
ACU President.) The TT started long be- 
fore the present FIM series and will go 
on long after the world championships 
have ceased. (Brian Mylchreest, Aide- 
de-Camp to the loM Lt. Governor.) Such 
men (Stanley Woods, Geoff Duke and 
others) accepted the tremendous chal- 
lenge and accepted that racing is to find 
worthy winners. If the FIM object to sorting 
the men from the boys, they should orga- 
nize Bingo, not racing. (Comment, Motor 
Cycle). Road racing is dead. Long live 
short circuit grands prix—Like Hell... . 
How Agostini and Read have the nerve 
to wear world road race crowns after 
refusing to ride in the premier road event 
beats me. (From readers’ letters, Motor 
Cycle News). If the TT drops from the 
world championships in 1976, the world 
championships will be the loser. (Len 
Bond, loM Tourist Board secretary.) 

The reactions of angry and frustrated 
men produced very odd proposals for 
saving the TT’s glory from the clutches 
of the FIM. One idea allowed that the ACU 
should quit the FIM and set up a rival 
organization. Another notion: the TT 
should join forces with other road circuits 
(including Nurburgring and Ulster) in a 
“Real Road Racing” championship. 

The TT Supporters Club, originally 
formed to raise funds to assist TT riders, 
was caught in the general frenzy and 
issued a heated policy statement. 

“Itis our Club policy to support the TT 
races whatever their status! 

“We do NOT accept that the World 
Road Racing Championships can afford 
to do without the TT MOUNTAIN 
COURSE. 

“Speaking with the strength of nearly 
three thousand members, enthusiasts so 
keen that they are willing to pay cash to 
see the preservation of the races, we feel 
we must give a lead to the ACU, the FIM 
and to manufacturers and riders—indeed 
the whole motorcycling fraternity. 

“In our opinion, the threat to deny world 
championship status to the 1976 TT rep- 
resents a threat to the concept of motor- 
cycle road racing. If the present trends 
are allowed to continue, it will degenerate 
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Castrol GRAND PRIX Motorcycle Oils for two- 
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Motorcycle Boom Means 
Big Profits for Repairmen 

Cycles are big business...and 
so is fixing them! There are 
more than 3 million motor- 
cycles registered in the U.S. 
today. Plus an estimated 3 
million more dirt bikes. But, 
there are fewer than 10,000 
motorcycle mechanics avail- 
able to repair them. (Imagine 
only one mechanic for every 
600 cycles!) No wonder 
career. opportunities are so 
great for the skilled repair- 
man. And they’re getting bet- 
ter every day! The door is 
open to you now. Rush cou- 
pon for FREE “Motorcycle 
Mechanic Career Kit.” 


Now YOU Can Be A 
OTORCYCLE:.: 
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cycles in U.S.A. 
Source: Stat. Abs. of 
— U.S.A. Prepared by 
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Every year gets bigger. With 
sales forecast of over a 
million cycles a year, you 
can easily see there could 
be ten million motorcycles 
on the road in a very short 
ime. 


Motorcycle Shops Need Qualified Mechanics 

Has your bike ever been out of action waiting for needed 
repairs? It happens to almost everyone! It seems motorcycle 
shops just can’t keep enough mechanics on hand to take 
care of everyone. Wherever you go all over this country, 
you'll find motorcycle shops looking for qualified mechan- 


ics...and they pay good money too! 


Million New Cyclists 
Motorcycle sales are going 
through the roof! The estimate 
of a million new motorcycles 
bought this year is probably 
low—and now with gasoline 
shortages and higher prices, 
you can just imagine how 
many people are going to be 
switching from automobiles to 
motorcycles for their regular 
transportation...not to men- 
tion the thousands upon thou- 
sands of new dirt bike riders 
who are discovering the thrills 
of this action-packed sport. 


More Girls - More Bikes Each Year 


If you’ve been riding your bike for fun 
the past few years, you can see for your- 


self that more and more girls are 


up the sport. And this means more bikes 
.and a bigger demand for 
motorcycle mechanics. So get in on the 
action... get in on the fun—start making 
good money as a motorcycle mechanic. 
RUR the coupon today for free “Career 


every year. 


You'll Be the Center of Attraction 
in Your Circle of Friends .. . 
Enjoy the admiration of friends 
and neighbors as they flock 
around to watch you tear down 
and tune up all kinds of motor- 
cycles. And just think of the 


satisfaction in knowing you've got P 


the best performing bike in town. 
Plus, you can make extra dollars 

- fixing motorcycles for friends 
and neighbors. 


NORTH AMERICAN SCHOOL OF 
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MOTORCYCLE REPAIR, 


4500 Campus Dr., Newport Beach, CA 92663 
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MECHANIC... 


Experts show you what to do, how to do 
it... guide you every step of the way 
to become a skilled motorcycle mechanic. 


If you like to ride a bike for fun ...learn how to fix it for 
profit! Can you imagine a better way to earn your living? And 
best of all, the pay is great — whether you choose to work in a 
cycle shop for somebody else or decide to start your own cycle 
repair business. Now, thanks to North American, there’s a 
fast, easy way to get the training you need... at home in your 
spare time. No need to quit - 

school or job. Experts show 
you step-by-step everything 
from minor tune-ups to major 
overhauls. 


You Get the Tools 
You Need for a Fast Start 


We send you the special cycle 
tools and test instruments you 
need. This set of precision 
tools is yours to use during 
your training...and yours to 





Work Out of Your Home! © 


It's easy to get started once you 
qualify as a motorcycle mechanic. 





keep in your action- packed 
career. You actually learn by 
doing— with the tools in your 
hands—getting the practice 


Just let your friends and neigh- 
bors know you're ready to repair 
cycles in spare time—or if you'd 
rather, get a full time job ata 


Special Cycle Tools and Test anette 


d te: 
a skilled a nan We 
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es, vacuum gauges. 
per dial indicators and much, muc 
include a set of special cycle too 
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d career as a motorcycle 
FREE “Motorcyc 
now or ever! Rush coupon today 


MAIL 
couPON ! 
FOR FREE 
CAREER 


you need to become an expert 
motorcycle mechanic. 

Everything is explained in 
easy-to-understand language, complete with drawings, diagrams 
and photographs. You’ll learn engine design, carburetion, elec- 
trical systems...as well as how to adjust and repair frame, 
wheels, shocks, transmission, valves, everything you want to 
know from routine maintenance to a major overhaul. 


Start Your Own 


Cycle Repair Business 

Your future as a motorcycle 
mechanic is in your own 
hands. The big demand means 
you can decide for yourself 
whether you want to work for 
someone else or get into your 
own cycle repair business. 
Start in your spare time 
repairing cycles for friends 
and neighbors—or get a job 
with a motorcycle shop! After 
youve been a working 
mechanic, you can decide 
whether you want to start 
your own profitable repair 
business. 


SEND FOR FREE CAREER KIT 
Get all the facts now... with- 
out obligation. Be the first in 
your neighborhood to cash in 
on the big demand for motor- 
! cycle mechanics. Mail the cou- 
pon, today sure! 


Mail Coupon Now! 
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Careers by Home-Study I 
NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR I 
4500 Campus Dr., Dept. EA025 Newport Beach. CA 92663 
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Why Diners Glub wants to 
pay Sd towards the cost of 
your American Express card. 


Diners Club and American Express cost the same: 
$20 a year. 

But, at Diners Club, we don’t think that’s very 
logical. After all, Diners Club is honored at so many more 
places around the world. Tens of thousands of places. 

So, by simple economics, American Express should 
cost you less. 

Of course, we can’t tell another company what to 
charge you. But we can do the next best thing. 

Diners Club will pay you $5 towards the cost of your 
American Express card—when you try ours. 

That way, your American Express card will 
effectively cost you only $15 for the year. Less than 
Diners Club, which is how we think it should be. 


See for yourself what Diners 
additional places will mean. 


You'll have both cards. To use and to compare. 
Compare them in Europe, for example. In France, 
where Diners Club is accepted at more restaurants 
star-rated by Guide Michelin, world’s most renowned 
restaurant guide. 
Compare them in all of Asia, Africa and Latin 


America. You'll find Diners Club at many more places. 

And, needless to say, Diners Club is honored 
throughout the United States. Where we originated the 
executive card. 

Of course, you can make do with your American 
Express card alone. But not having Diners means having 
no card at all in tens of thousands of important places. It 
could mean passing up some very nice restaurants, shops 
and places to stay—unless you’re prepared to pay cash: 

You may find our membership requirements 
somewhat strict. With more places, we do have to be 
more careful. 

But, if your application is approved, you'll get two 
important things: 

The world’s most honored executive card. 

And a $5 refund for the one you have that isn’t the 
world’s most honored. 

Why not mail the application now—and see for 
yourself while we pay you $5 towards the cost of your 
American Express card? 


@ DINERS CLUB 


First around the world for a quarter of a century 


To qualify tor this offer, application must be received on this form by April 15, 1975. 
Se ee ee American Express cardholders may apply whether they paid $15 or the new $20 rate. St a ae umy 


oom 
a My American Express Card no. is (Pie ee It expires 


5 ® T caurae Gr ken ah 
10 Columbus Circle, New York, N.Y. 10019 
g [PLEASE PRINT ANSWERS TO ALL QUESTIONS] $5 |_FOR OFFICE USE ONLY 


A 1 è o Individual Account—mail bill to residence [= Individual Account—mail bill to office 5i Check here to receive information on a Corporate Account 


E] 9 OM. OMiss First Name Middle Last Date of Birth Spouse’s Name 
p " D Mrs. 0 Ms. Month Day Year 





Home Street Apt. 
B Address 
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Present Address 
Previous Street City 
Home Address 
& 3 Firm Name or Empioyer 
e $ 


Address Street City State 





g Telephone Years Annual Earnings NOTE: If less than $10,000, indicate am't and 
(Include Area Code) with source of other income, and name and address 
B firm $ of banker, broker or att'y who can confirm this. 


Amount and Source 
of other income 


| Banker, Broker Firm Address City State 
or Att'y 
Previous Employer (if employed by above less than 3 years) Yrs. with firm or 
p or College/University if Recent Graduate yr. graduated 


l Name and Address of Personal Reference (not living with you) 


g "full year’s subscription to Signature, the Diners Club Magazine, at $4 
| is optional. Do NOT enclose check—we will bill you later. (Check one:) 


O $20 Fee (Membership only) (1 $24 Fee (Includes Signature Magazine) 


The applicant and any add-on applicants authorize the investigation of 
their credit worthiness, and the renewal and replacement of any cards 
| issued. The applicant assumes joint and several responsibility for all 
charges incurred by use of the cards and each add-on applicant assumes 
ə joint and several responsibility for all charges incurred by use of the 
Q card issued in the name of said add-on applicant. 
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Own Home (] Telephone (include area code) Number of Social Security 
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Announcing the NEW STANDARD in Stereo Testing! 


Get the All-New Model SR12 STEREO TEST RECORD 


: _The most complete...most sophisticated... most versatile 


~ Test Disc available today... 





Who Needs the 


If you’ve read this far, 


For Just $598! 


Seren Review's 


STEREO TEST Like its poneer Morel 211, 
? MODEL SR12 has been pro- 
New Model SR12? RECORD duced by Stereo Review Maga- 

zine (formerly HiFi/Stereo Re- 





ou do. Whether you’re ODE SROS view) as a labor of love — by 
an avid audi oh ile FOR HOME AND LABORATORY USE music lovers . . . for music lovers 
who'll settle for nothing S A HIGHLY EFFECTIVE AND ACCURATE TOOL who want immediate answers to 


but peak performance PRA BETONG VE DD ITUNE ER = questions about the perform- 


from his stereo com- 
ponents . . . a casual 
listener who'd like more 
insight into the chal- 
lenging world of stereo 
reproduction... or a 
professional technician 
who needs precise 
standards for lab test- 
ing... the new MODEL 
SR12 will be the most 
important disc in your 
entire collection. 





You’ll make these important stereo checks BY 
EAR... (no test instruments of any kind required ) 


Frequency response—a direct warble-tone check of nineteen 
sections of the frequency spectrum, from 20 to 20,840 Hz, which 
will pinpoint any frequency response defects in your system. 


Separation—an ingenious test which indicates whether you have 
adequate separation for good stereo. 


Cartridge tracking—the most sophisticated tests ever devised 


for checking the performance of your cartridge, stylus and 
tone arm. 


Channel balance—two broad-band, random-noise signals which 
permit you to eliminate any imbalances originating in cartridge, 
amplifier, speakers or rcom acoustics. 


Hum and rumble—foolproof tests that help you evaluate the 
actual audible levels of rumble and hum in your system. 


Flutter—a sensitive ‘‘musical” test to check whether your turn- 
table’s flutter is low, moderate, or high. 
@ Cartridge and Speaker Phasing @ Anti- Skating 
Adjustment ® “Gun Shot Test” for Stereo Spread @ 
Multi-purpose Musician’s “A” © Equal-tempered Chromatic 
Octave ® Guitar-tuning Tones. 


Don’t waste another minute on less-than-perfect 
stereo—Order Your Model SR12 Stereo Test 
Record NOW! 


Consider the hundreds—even thousands—you've spent on your set- 
up and you'll agree $5.98 is a small price to pay for the most valuable 
performance tool ever made. So to be sure your order is promptly 
filled from the supply available, mail the coupon at right with your 
remittance . . . today! 


ag CHARGE YOUR ORDER TO YOUR AMERICAN 
+ EXPRESS, BANKAMERICARD, MASTER 


CHARGE OR DINERS CLUB ACCOUNT. 












ance of their stereo systems and 
how to get the best possible 
sound reproduction. 


Now greatly expanded and up- 
dated with the most modern 
engineering techniques, MODEL 
SR12 is the most complete test 
record of its kind — containing 
the widest range of checks ever 
included on one test disc. An 
ear-opener for every serious 
listener! 





AND, for the ultimate in stereo 
testing, 7 critical TEST EQUIPMENT checks... 


Attention professionals: Stereo Review's new Model SR12 Stereo Test 
Record is also designed to be used as a highly efficient design and 
measurement tool. In the following tests, recorded levels, frequencies, 
etc. have been controlled to laboratory toierances—affording accurate 
numerical evaluation when used with oscilloscope, chart recorder, out- 
put meter, intermodulation-distortion meter and flutter meter. 

e 1,000-Hz square waves to test transient and high-frequency response 
of phono pickups. 

500 to 20,000 Hz frequency-response sweep. 

Sine-wave tone-bursts to test transient response of pickup. 
Intermodulation test using simultaneous 400-Hz and 4,000-Hz signals. 


Intermodulation sweep to show distortion caused by excessive res- 
onances in tone arm and cartridge. 


@ 1,000-Hz reference tones to determine groove velocity. 
@ 3,000-Hz tone for flutter and speed tests. 
Sample waveforms—illustrating both accurate and faulty responses are 


provided in the Instruction Manual for comparison with the patterns 
appearing on your own oscilloscope screen. 


FREE Instruction Manual Includes Detailed 
Instructions, Charts, Tables and Diagrams. 


Nothing is left to chance ... or misinterpretation. Every segment of 
every band is fully, clearly, graphically explained. You'll know exactly 
what responses to listen for in each test. Which sounds and patterns 
indicate accurate performance . .. which ones spell trouble .. . as well 
as the cause of trouble and precise corrective measures to follow 
and help you pinpoint, analyze and cure your stereo headaches! 

















HERE’S HOW TO ORDER YOUR SR12 STEREO TEST RECORD 


CASH: Mail your order along with your name, address and 
remittance in the amount of $5.98. 

CHARGE: To your BankAmericard, Master Charge, Ameri- 
can Express or Diners Club account! Mail your order, name, 
address, credit card # and expiration date (Master Charge 
customers include 4-digit Interbank # above your name). Be 
sure your signature is on your order. You will be billed at 
5.98, postpaid. 

OUTSIDE U.S.A. RECORDS ARE $8, POSTPAID. 

MAIL ORDERS TO: ZIFF-DAVIS SERVICE DIVISION, DEPT. R, 
595 BROADWAY, NEW YORK, N.Y. 10012. 
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Newsline 


Nothing Like A Fresh Solution 





Oil Filters: Sudco is distributing factory 
replacement oil filters for a variety of 
Japanese four-strokes. Their line of fac- 
tory replacement filters covers all the 
Honda Fours (the 350, 500, 550, and 750) 
as well as Kawasaki's 903 Z-1 and KZ 
400 twin. Of special importance is the low 
retail price of the factory oil filters com- 





pared with replacement items. All the 
Honda filters retail for $1.80, the Z-1 unit 
lists for $3.89 and the KZ 400 replacement 
costs $1.80. Available from your dealer. 
Distributed by Sudco Int., 1824 E. 22nd 
St., Los Angeles, CA. 90058. 

CIRCLE NO. 1 READERS SERVICE PAGE 


Honda Shocks: From the most experi- 
enced motorcycle suspension unit manu- 
facturer in this country comes the latest 
series of shock absorbers and springs for 
Hondas. These S &W shocks are 
equipped with the clevis-type lower 
mounts as required by Hondas. The 
S & W damper units feature spring-loaded 
valving, triple lip seals, hydraulic shut-off 
to prevent topping, rubber cushion bot- 
toming bumper, double welded mounting 
eye and an induction-hardened, extra- 





large piston rod. Each shock damper is 
dyno matched to its mate. Shock dampers 
available for most all Honda models. 
Prices range from $12.95 to $24.95 for 
each damper unit. Springs also available 
in a variety of strengths. Instructions, 
spring selection formula, adjustment tool 
and a one-year guarantee included. 
Available from your dealer or write S & W 
Eng., P.O. Box 767, Downey, CA. 90241 
for further information. 

CIRCLE NO. 2 READERS SERVICE PAGE 
MARCH 1975 


Hippo Hands: Bizarre looking, Vetter 
Fairing’s Hippo Hands are designed to 
keep the rider’s hands warm in cold 
weather without having to wear gloves. 
Hippo Hands attach to the handlebars and 
have cozy fleece-lined pockets that en- 
capsulate the riders hands. The outside 
of the Hippo Hands are black naugahyde 





while the insides are spacious and allow 
access to the switches and controls. The 
underside of the left Hippo Hand has a 
small pouch that can hold toll gate 
change. Available from your dealer for 
$35.70. Information available from Vetter 
Fairing Co., Rantourl, Ill. 61866. 

CIRCLE NO. 3 READERS SERVICE PAGE 


Impac Shift Lever: If you’re a dirt rider 
or enduro competitor the Impac Industries 
shift lever is a must. Famous for their 
unbreakable clutch levers, this Impac shift 
arm is made of Dupont Zytel nylon for 
strength and flexibility. The nylon is 
molded over a die-formed 4130 chrome 
moly reinforcing bar. Because of the de- 
sign of the shift lever it resists breaking 
or damaging gearbox parts. The Zytel is 
impervious to gas, oil, solvents and tem- 






N 


perature variations. Two levers are avail- 
able. The 11.5mm-30 spline lever fits most 
Hondas, Kawasakis, Yamahas, Maicos, 
CZs and others. The 11.5mm-21 spline 
lever fits Suzukis. Suggested list price is 
$8.95. Available from your dealer. Further 
information available from Impac Indus- 
tries, 5704 Bellaire Blvd., Houston, Texas 
77036. 

CIRCLE NO. 4 READERS SERVICE PAGE 


CZ Forward Mount Frame: Called their 
seventh generation frame, CMS Products 
is presently offering their new CZ chassis 
with forward mount shock construction. 
CMS says they have two years of testing 
in this frame and that it is lighter, stronger 
and better handling than the stock CZ 
unit. Made entirely of 4130 chrome moly, 
the frame is heliarc welded ang stress 
relieved. The frame comes with stem as- 





sembly including Timken bearings, swing 
arm, swing arm bushings, rear axle and 
wheel adjuster. Two frames are available 
for pre-1973 models as well as 1974 and 
later machines. Suggested list price is 
$425.00. Available from CMS Products, 
2134 Old Middlefield Way, Mt. View, CA. 
94040. 

CIRCLE NO. 5 READERS SERVICE PAGE 


Grand Prix Gloves: Good motocross 
gloves are becoming hard to find and 
Speed Center is trying to eliminate that 
situation. They are distributing their own 
line of motocross grand prix gloves for 
all dirt riders or racers. Their gloves are 
made of 100% goat skin to prevent blis- 





tering. They are sewn with nylon thread 
for strength and have foam padding on 
the back for protection. Childrens small 
and medium sizes list for $9.95 and adult 
versions come in small, medium, large 
and extra-large for $10.95. Available from 
your dealer or write to Speed Center 
U.S.A., P.O.Box486, Costa Mesa, CA.92627. 
CIRCLE NO. 6 READERS SERVICE PAGE 
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EVE ALWAYS had 

a good time together, but that 
Saturday morning Stephen 
was up to something. He got 
up early, shaved, cooked 
breakfast—orange juice, waf- 
fles, eggs over-easy, cof- 
fee with real cream—and 
served it to me in bed. Very 
cozy. 

Then he set the tray aside, 
snuggled in close and told 
me the news. This afternoon, 
I'm going to buy something 
I've always wanted’ 

“What's that?” [said. 

“A motorcycle? 

“That's nice. What kind?” 

“A Kawasaki’ 

“Hold on, fella; I said, 
“Tve heard about Kawasaki. 
You'll good-time yourself 
into the sunset and I'll never 
see you again.’ 

“But I'll send you picture 
postcards,’ he said snuggling 
closer. 

“Forget it; I said, “you get 
a motorcycle, I get a motor- 
cycle” 

That afternoon he picked 
out his and I picked out mine, 
just my size and easy to ride. 
Anywhere. 

Now we spend most of our 
week-ends riding together, 
and it’s super. Especially 
finding those out-of-the-way 
places where we can take a 
picnic and enjoy doing any- 
thing we want. Just the two 
of us. 


Kawasaki 
lets the good times roll. 


Good times include riding safely. We recom- 
mend wearing a helmet and eye protection, 
keeping lights on and checking local laws 
before you ride. See Yellow Pages for near- 
est Kawasaki dealer. Member Motorcycle 
Industry Council. 


CIRCLE NO. 24 ON READER SERVICE PAGE. 








LIMITED 
ZOIS 


The SFC Production Racer for those who ride very hard. 
Laverda builds exceptional motorcycles. 











Continental Motorcycles, inc. 


Norwood, New Jersey 07648 
CIRCLE NO. 30 ON READER SERVICE PAGE. 





EDITORIAL Continued from page 4 


usual, and they should have to wear a 
helmet at all times. Like newborn babies, 
and politicians.” 

Cheshire sees some dumbness in the 
way motorcycles are designed, too. Not 
because the designers are stupid—but 
because they don’t often ride what they 
design. So he figures that every year a 
motorcycle rider symposium should be 
convened to discuss the dumbest fea- 
tures of that year’s crop of motorcycles. 
Once the dumb features are decided 
upon, the designers would be required 
to build bikes for themselves incorpo- 
rating each and every dumb feature—and 
then ride those motorcycles for six 
months or six thousand miles, whichever 
comes first. 

“Imagine it,” Cheshire whispers. ‘Bikes 
with Lucas electrics and Japanese rear 
shock absorbers and K-70 tires. AJS 
410-style vibration. One cylinder with two 
mufflers, two cylinders with three mufflers, 
or three cylinders with four mufflers. A 
Moto Guzzi center-stand. Certain kinds of 
Kawasaki hand grips. Honda high-beam 
switches that can cause you to turn off 
the lights by mistake. A John Player Nor- 
ton key location. Maico motor mount 
bolts. Triumph gaskets. An Ossa horn. 
Kawasaki 500 swing arm bushings. Mon- 
tesa light bulbs. Jawa oil injection. A Du- 
cati points plate. Yamaha TX-750 bal- 
ancer. Endless chains. Amal carburetors 
anda Sportster seat. Italian fiberglass and 
Spanish paint. A Puch gearbox with a 
DKW shifter. A Rokon gas cap, and a 
Can-Am Enduro down-pipe. 

“Imagine the impact such a program 
would have,” Cheshire continued. “Not 
only would the designers be made aware 
of all the little mistakes they had made 
personally, but they would have to live 
with all the mistakes all the other design- 
ers made as well. After a couple of years 
of that, don’t you think bikes’d all of a 
sudden get a lot better? Boy, | do.” 

The value of a man like Cheshire Beauty 
is not to be overlooked. The world is 
aswarm with problems—Cheshire is 
wormy with solutions. Now all we have 
to do is get him elected to high political 
office. He'd have to wear a helmet, of 
course. But Cheshire would find a solution 
for that. 

—Cook Neilson 
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Dyno-Clutch ~ 
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vulnerable alternator and clutch castings. 
Add style and strength to your motor- 
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alisfying millions of 
moforcyclists is easy. 


Pleasing a demanding 
few is tough. 


Bre i RE eer satis aay 





It doesn’t take a huge number of machines to satisfy the 
select few who appreciate something special. But they do 
have to be special. And the exciting new limited edition 
Harley-Davidson SX-250's and SX-175’s are exactly that. 

You'll see why when you consider the Harley-Davidson 
rider. Ever notice how he takes care of his machine? Ever 
wonder why he’s so particular about keeping his bike as 
perfect as the day he bought it? 

There is a very special way a Harley-Davidson owner feels 
about his bike. 

And over 70 years of Harley-Davidson craftsmanship just 
might have something to do with making perfectionists out 
of enthusiasts. 

At Harley-Davidson, quite simply, we're not out to please 
everybody. We're out to meet the requirements of a 
demanding group of knowledgeable, sophisticated riders. 

If you're one of them—regardless of the kind of riding you 
do—you know precisely what we mean. 

You may not need every feature on your SX-250 or SX-175 

But when you’ re ready, Hran re ready. Because 


That’s the way we build motorcycles. 

For example, they have an ISDT quick detach rear hub. 
You won't be changing rear wheels often, if ever. But you 
might be in a race next Sunday, when seconds count. 

And, while you're on pavement, the competition type front , 
fork may not mean too much. Until you hit a chuck hole or 
until you decide to take to a trail. 

What in the world are you going to do with a resettable- 
in-either-direction odometer? Maybe nothing. But then you 
might be in an Enduro in the spring. 

The Trials Universal tires aren't just there to create a 
sporty look. You'll know why we included premium rubber 
the first time you do serious dirt riding. 

CDI ignition and oil reservoir within the frame are features 
you should know about but can forget about. Because the 
problems they eliminate will never come to your attention. 

We take care of all the little things. 

For those who make a big thing 
about taking care of a bike. 
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Let us know 8 weeks in advance so 
that you won't miss a single issue of 
CYCLE. 

Attach old label where indicated and 
print new address in space provided. Also 
include your mailing label whenever you 
write concerning your subscription. It 
helps us serve you promptly. 

Write to: P.O. Box 2776, Boulder, CO 
80302, giving the following information: 


(J Change address only. 
c Extend my subscription. 
cO Enter new subscription. 
o 1 year $7.98 
O Payment enclosed (1 extra BONUS issue) 
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to specialized machines on specially 
constructed tracks and the development 
of the motorcycle of the future will inevi- 
tably be detrimental to the ordinary ma- 
chine for the ordinary road-going rider. 
If the sport warrants a track racing cham- 
pionship, let us have one—but NOT at the 
expense of the road racing champi- 
onships. THE TT MOUNTAIN COURSE 
HAS BEEN AND STILL IS THE GREATEST 
PROVING GROUND FOR MACHINES 
AND RIDERS. ... the ACU should inform 
the FIM that they have stood by in the 
past decade and watched Grand Prix road 
racing deteriorate to the state of track 
racing and would not therefore feel jus- 
tified in contributing further to the deteri- 
oration of World Classic road races under 
such conditions. They therefore ask to.be 
excused from running a round of the 
Championships if it cannot be run on the 
circuit which is considered by thousands 
of enthusiasts and riders alike to be the 
greatest in the world—the TT Course.” 

All this indignation was to no avail. It 
does not, and cannot, have any effect on 
the FIM’s resolve to kick out the TT. In 
private, the ACU and IoM have reluctantly 
come to terms with the inevitable, and the 
ACU has made provision for staging the 
world championship British Grand Prix at 
Silverstone. Publicly they are all saying: 
“The TT will survive in one form or an- 
other, come what may.” And they could 
just as well accept the FIM’s word. 

The TT will carry on, but not in the 
grand manner the TT defenders propose. 
Suggesting that a non-championship TT 
will out-glorify the world championships 
shows muddled thinking. If world-cham- 
pionship-chasing competitors spurn the 
most generous offers to partake of the 
Mountain Circuits 37%-mile horrors, 
they'll hardly flock to a low status meeting 
run on exactly the same course. 

On the plus side, spectators show no 
great desire to emulate the stay-away 
riders. Evidence over the past two years 
suggests that thousands of motorcycle 
fans will hit the June-time loM trail—partly 
to enjoy a vacation with a difference, 
partly to indulge in a spot of pseudo-rac- 
ing, and partly to watch TT racing exhibi- 
tions featuring average riders and a few 
super-TT exponents. They'll spend a lot 
of money to swell the loM coffers; in doing 
so they will justify the Tourist Board deci- 
sion to back the TT with hard finance and 
give the loM taxpayers (hoteliers and 
traders especially) a decent return on 
their (enforced) generosity. 

Trimmed of sentiment, the TT can be 
seen as a commercial undertaking to 
boost loM tourist-derived income. The TT 
is the loM in early June, when every- 
thing—the number of TT-inflicted tourists, 
the cash they leave behind—revolves 
around the 37%-mile Mountain Circuit. 
Love it or hate it, it’s unlikely to disappear. 

So the TT will live on. The Mountain 
Circuit will survive in its new, non-cham- 
pionship environment. The controversy 
will rumble on... and on ... and on. 

—Jim Greening 
CYCLE 


LETTERS Continued from page 6 


tell me when it would come in. 

My point is this: When choosing a mo- 
torcycle why should a consumer even 
consider availability of parts? When | buy 
a car or T.V. or a bicycle, | don’t even 
think of it. Why motorcycles? When mo- 
torcycles were a “baby industry” | could 
understand, but now it’s a “giant.” 

Of course | have my freedom of choice. 
| can buy a Honda or Yamaha; you can 
get parts anyplace. | don’t want a Yamaha 
or Honda. 

| feel that you as a spokesman for mo- 
torcycles and motorcycle people should 
consider this one of our major problems. 
lm complaining and writing letters to 
manufacturers. Please help all of us. 

Paige P. Mayfield 
St. Louis, Missouri 


Used Junk, Sight Unseen 

Obtaining parts for older Triumphs is 
very difficult in the Chicago area. | have 
been successful in locating most new 
parts at Midwest Triumph in Chicago, but 
new Triumph parts come high. 

Your recent (August, 1974) article on 
motorcycle junk yards prompted me to 
send off a parts request to San Diego 
Motorcycle Salvage. Buying a used part, 
sight unseen, through the mail, from a 
junk yard 2,000 miles distant would ap- 
pear to be risky business. The response, 
including a reasonable price quotation, 
was prompt. A check was sent and the 


parts were in my office in one week. Un- 
fortunately, perhaps due to my inexacti- 
tude, | had obtained the wrong parts. 

| wrote to Mr. Wade Killen at the San 
Diego yard, though | honestly didn’t have 
much hope of success in returning the 
parts. Not only did | receive a prompt, 
full refund, but also a polite note. 

Your readers should know that they 
deal with a reputable establishment when 
they do business with San Diego Motor- 
cycle Salvage. 

Thomas E. Barrett 
Arlington Height, Ill. 


The Mass. Mob 
In response to Mr. Stewart’s question 
about biking in Massachusetts (Jan. 75 
Letters column), I'd like to say that all 
bikes should come equipped with a device 
that warns when cars come within striking 
distance. Aside from that, having eyes in 
the back of your helmet wouldn't hurt any 
biker’s chances in any state. | speak from 
experience, having completely demol- 
ished my last bike with a run-in with one 
of the four-wheel denizens of my native 
Massachusetts. As for Boston and the 
suburbs .. . it’s a nice place to visit but 
| wouldn’t want to bike there. 
Larry Almeida 
New Bedford, Mass. 


From the Bottom 
We just received the January issue of 
Cycle and after reading “The Heartland” 
I’m just beside myself and have to let it 





out in words! Sam Moses article was just 
the greatest! 

Maybe it means more to me than some 
others because it brought back so many 
nice memories. Back in 1950 and ’51, my 
husband was racing on all the dirt flat 
tracks in Texas. Sometimes the winnings 
would just take care of the gasoline. Most 
of the time, it also bought steak dinners 
for the whole bunch of us. 

There’s nothing to compare with the 
smell of dirt, oil & castor oil. Racing on 
a dirt flat track is where it is! 

My husband went into the Army and 
was away from racing for nine years. 
When he started up again in 1960, it was 
mostly scrambles. They weren’t quite as 
good as TTs, but we had a good time. 

Sam’s article made me remember all 
those good times and people like Johnny 
Allen, Albert Gunter and Everett Brashear 
who Bill used to race with. 

Thanks from the bottom of my heart. 

Mrs. Bill Rozier 
Sparta, Tenn. 


60° Below 

About a month ago | left my car out 
of the garage and when | woke up the 
next morning it wouldn’t start, as the tem- 
perature had dropped to 27° below zero 
during the night. So | fired up my trusty 
’72 Honda 750 and donning ski pants, 
down jacket, mittens and helmet with 
bubble, | rode at 25 miles per hour and 
27° below. 

(Continued on page 108) 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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YZ-C 125 


® Competition between the 125cc moto- 
cross bikes is the keenest and most intense 
in the sport. Year after year, the manufac- 
turers manage to squeeze more horse- 
power out of the tiny 7% cubic inch en- 
gines. More horsepower means narrower 
power bands. Narrower power bands 
mean more gears. These single cylinder 
two-strokes could probably work as well 
on a road race oval as a motocross track. 
Until now, only one or two horsepower 
have separated the Japanese 125s. In the 
performance race, Yamaha’s new 20-plus 
horsepower YZ-C 125 Monocross has 
lunged convincingly into the lead. The 
YZ’s super-engine is backed up by a new 
six-speed gearbox and Yamaha’s unique 
monoshock suspension. For the 1975 sea- 
son all the other Japanese manufacturers 
are going to have to play catch-up. 
Yamaha’s experience with two-stroke 
dirt bikes is far and away greater than 
any of the other Japanese manufacturers. 
Only months after the advent of the first 
DT-1 enduros Yamaha had available their 
infamous GYT (Genuine Yamaha Tun- 
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ing) kits that transformed a docile trail 
bike into an explosive potential racer. 
Enormous interest in Aor enduro bikes that 
could be made into competitive racers led 
to Yamaha’s very successful MX series 
machines—enduro bikes with GYT engine 
parts, knobby tires, and no lights. 

The first really serious effort by Ya- 
maha to build works-type motocrossers 
was reflected by their YZ series. While 
engine performance was competitive, 
handling and pricing were less and more 
respectively than other good motocrossers. 
With the development of the 250cc mono- 
shock, Yamaha was able to leap out in 
front of the other Japanese. Equipped 
with an engine offering performance 
equal to other non-long-travel bikes, the 
250cc Monocross had a clear handling 








edge. The most recent YZ model to re- 
ceive the benefits of the long travel mon- 
oshock system is the 125cc “C” version. 

Last year’s YZ’s had chrome-lined cyl- 
inder bores. Because of their short life 
span and high repair cost, Yamaha is using 
a steel liner in the “C” model. The single 
ring piston and cylinderhead are the same 
as before. Last year’s 125cc YZs were 
barely competitive with the more powerful 
Elsinores, KSs and TMs. To correct this 
problem the engineers did a lot of port- 
moving and reshaping. 

All of the ports have been either wid- 
ened or raised. The top of the exhaust 
port has been raised from 26mm to 25mm. 
The forward transfers have been raised 
two millimeters and the rear ports are the 
same height as before while their width 
was narrowed. The rear boost port (the 
slot that runs up the back of the cylinder 
from the intake opening) has been broad- 
ened from 16mm to 24mm. The intake 
port window has been likewise widened 
six millimeters. 

Changes in the ports alone do not ac- 
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YAMAHA 


SYSTEM 


_MONOSHOCK 
DAMPER 


2 


: Pressurized nitrogen 
: Base valve 


1 
2 
3: Oil 
4: Piston 


5: Rubber diaphragm 


Appearing simple in function, the 
monoshock Yamaha unit is intricate. 
Pressurized nitrogen is separated 
from the air-free oil reservoir by a 
rubber diaphragm. A large rod is at- 
tached to the frame and the cylinder 
slides over the piston. As the rear 
wheel moves up, the cylinder is driven 
over the piston and it displaces the 
oil. The pressurized nitrogen gas, 
along with the external coil spring 
(not shown), can vary the rate of 


speed at which the cylinder can travel. 
High gas pressure—370 psi—resists 
ease of oil displacement on the up 
stroke and speeds the cylinder return 
rate. Low gas pressure—240 psi— 
works inversely. The base valve is the 
damper that restricts oil flow. Addi- 
tional holes in the base valve are 
covered by leaf springs. They open 
under increased oil pressure. This 
permits fast oil displacement for long 
wheel travel. 





count for the performance gains in the 
YZ’s power band. The reed valve is now 
a big six-petal unit in place of the two- 
petal intake control used last year. The 
Mikuni carburetor throat diameter has 
been opened up to 30mm from 28mm. 
Though appearing identical, the expan- 
sion chamber and yard long stinger are 
minutely different in shape and size. 

The results of these changes have given 
the new YZ a phenomenal increase in 
horsepower and torque. Percentage-wise 
they're the most substantial we have ever 
seen in one model change. Last year’s 
125cc YZ-A produced 15.32 on Webco’s 
dynomometer. The YZ-C developed a 
shattering 20.16 hp—up 24%, and the 
torque output is up 10%. And the useable 
power range has been broadened. 

Not only has the power increase put the 
“C“ model far ahead of last year’s YZ, 
but it is the first Japanese 125cc moto- 
crosser to ever get into the 20-horsepower 
bracket. In the numbers game the new YZ 
has it all over last year’s 16.56 hp Elsinore, 
16.58 hp KX, or 16.16 hp TM. 

Further enhancing the tremendous per- 
formance of the newly tuned engine is a 
six-speed transmission replacing the five 
cog gearbox of last year. Using the same 
crankcase halves. Yamaha has designed 
a narrow six-speed unit that slips right in 
where five gears used to reside. The span 
between each gear is very close and en- 
ables an experienced rider to make op- 
timum use of the narrow power range. 
Primary drive is through helical cut gears. 

No unobtanium has been used in the 
fabrication of the 125cc YZ-C Monocross. 
The fork and front wheel are the same 
as those on the YZ 250. Prototype testing 
with a smaller fork and wheel hub caused 
undesirable stanchion and axle flexing. 
The 250 parts eliminated the flex. The 
only magnesium part on the motorcycle 
is the front hub backing plate. 

The DID rims, wheel hubs, rear brake 
retaining arm, brake and control levers, 
gas tank and fork crowns are aluminum. 
Tire bead locks hold the Dunlop knobbies 
in place when super-low air pressures are 
used. The brakes are both small, but very 
sensitive to the touch. The full-front and 
rear quarter-length fenders are unbreak- 
able plastic. A rubber mud flap retained 
to the fiberglass seat base keeps goo off 
the damper and air cleaners. 

The advent of the long travel rear sus- 
pension motocrossers has committed each 
manufacturer to a specific method of ac- 
quiring six or seven inches of wheel 
movement. Maico pioneered with their 
forward mount system: Husqvarna’s 
Heikki Mikola captured the 500cc world 
title with cantilever (lay down) shocks; 
and Hakan Andersson bagged a 250cc 
world crown for Yamaha in 1972 with a 
monoshock-suspended machine. All three 
systems are proven, but Yamaha’s mono- 
shock is the most novel of the group. 

By all other motocross standards, the 
Monoshock chassis is trick. The frame 
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PHOTOGRAPHY: DAVE HOLEMAN, LARRY WILLETT (COLOR) Í 
oee ae 3 The long, large monoshock unit attaches at the 
n A frame head support. The cylinder slides over 
the piston. Split air filters clear shock unit. 
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he YZ-C is a rocket with its feathery 193 
pound weight (wet) and 20-plus hp engine. 
Monoshock system is stiff for a light bike. 





Startling power comes from a completely retuned engine. Carburetor is bigger as is reed valve. 
Six-speed gearbox responds to gentle touches on the lever. Gear ratios are perfect. 
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Engine 
R.P.M. Bhp Torque 
2500 x 3.70 
3000 y 4.25 
3500 
4000 
4500 
5000 
5500 
6000 
6500 
7000 
7500 
8000 
8500 
9000 3 ; 
9500 dl 9.95 
10,000 i 10.05 
10,500 is 10.08 








YAMAHA YZ-C 125 MONO CROSS 


Test Conditions: 
Barometer 29.95 
Temperature 
70°F Dry 60°F Wet 
Correction Factor 1.032 
Date of Test: 12/18/74 
As tested on 
the Webco Dyno 





Price, suggested retail 
Tire, front 3.00 x 21 Dunlop Sports 
4.10 x 18 Dunlop Senior 
5.1 in. x .875 in. (130 x 22mm) 
5.1 in. x .875 in. (130 x 22mm) 
Brake swept area 28.0 sq. in. (180 sq. cm) 
Specific brake loading....14.03 Ibs./sq. in. at test weight 
Engine type Two-stroke, reed valve, single 
Bore and stroke 2.20 in. x 1.97 in. 
(56mm x 50mm) 
Piston displacement 7.5 cu. in. (123cc) 

Compression ratio 

Carburetion 000000... narneemn 1-30mm Mikuni 


Corrected Rear Wheel Horsepower 
Torque in Foot Pounds - - - - - - 

















RPM x 100 20 40 


Air filtration oiled foam 


RPM x 100 40 60 Ignition : ae Hitashi CDI 
00 Bhp @ rpm 20.16 @ 10,500 
Torque @ rpm 10.08 @ 10,500 
Rake/Trail 58.5°/5.5 in. (140mm) 
Maximum __ Mphi/iG00 remy tO Pi. G Cal sssi im iee ieee 5.5 mph 
Power tem Fuel capacity 1.32 gal. (5 1.) 
Transmission oil capacity sissies .69 qt. (.65 I) 
‘Sete ron I Gear ratios, overall (1) 32.557 (2) 24.796 
ale (3) 19.948 (4) 16.690 (5) 14.649 (6) 13.406 
Primary transmission Helical gear 3.984:1 
Secondary transmission Ye x Yin. DK chain 
Wheelbase 54.75 in. (139 cm) 
Seat height 32.5 in. (82.6 cm) 
Ground clearance 10.75 in. (27.3 cm) 
Curb weight 193.5 Ibs. (87.8 kg) 
Test weight nene 393.5 Ibs. (178.5 kg) 



































vs Engine rpm 
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members are all conventional mild steels. 
The rake angle is 31.5° and the trail 5.5 
inches—both proven dimensions for the 
smaller motocrossers. The fork delivers 
over seven inches of travel and the rear 
wheel moves up and down 6'4 inches. 

The monoshock rear suspension unit is 
the newest and most sophisticated sus- 
pension component in motorcycling. Ya- 
maha has been testing and racing mono- 
shockers for a couple of years on a na- 
tional and international basis. The shock 
is a high-pressure, gas loaded, oil filled. 
double-damping, spring actuated unit. All 
of these components have individual and 
overlapping duties. 

The center section or cylinder of the 
monoshock unit contains a large diameter 
connecting rod, piston and numerous O- 
rings, wave washers, clips, and springs, etc. 
All of these components are enclosed in 
a sealed (no air or gas) cylinder filled with 
MARCH 1975 


oil. In this manner the oil cannot form 
air bubbles (foam) as it is agitated by 
piston and valving action, and the oil can 
control damping more consistently. 

A cast aluminum gas chamber is 
screwed to the end of the damping cylin- 
der. The chamber/cylinder assembly ac- 
tually moves up and down on the sta- 
tionary piston. The connecting rod is 
bolted to the rear of the steering head 
support. When the rear wheel moves the 
cylinder slides back and forth over the 
piston. As this occurs the sealed damping 
oil is driven down into and out of the gas 
chamber through a base valve. 

A buffer and expansion zone has to be 
provided for the oil as it’s driven towards 
the gas chamber. The upper part of the 
gas chamber contains pressurized nitro- 
gen. Between the nitrogen gas and oil is 
a special semi-toroidal shaped rubber 
membrane. Basically the rubber mem- 





brane is nothing more than a flexible 
diaphragm that insulates the nitrogen 
from the oil. Being flexible, the membrane 
moves in and out with oil pressure 
changes. When the cylinder is driven up, 
the piston forces oil toward the gas 
chamber. The nitrogen compresses allow- 
ing the membrane to fold into the gas 
cavity. As the oil folds the membrane into 
the gas cavity the cylinder slides over the 
piston and the rear wheel travels up. 
There is no adjustable tensioner for the 
spring that enables the rider to select load 
force and control ride height. This is the 
prime duty of the pressurized nitrogen. 
The amount of pressure in the gas 
chamber—270 psi is soft, 370 psi is firm— 
determines the amount of force needed 
to initially move the axle. In other words, 
the pressurized nitrogen is performing the 
same job as a spring adjuster. 
The confusing aspect of the combined 
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Because the engine has so much power the little 125cc Monocro 


usage of the pressurized nitrogen and coil 
spring is their performance overlap. A 
stiffer or softer ride can be controlled by 
either changing the gas pressure or in- 
stalling various springs (three springs are 
presently available for the 250 mono- 
shockers). But changing the gas pressure 
will simultaneously alter the ride height 
and damping. Both compression damping 
and rebound rate change with variances 
in the nitrogen pressure. 

Complicating the gas/oil damping ac- 
tion variances is an intricate valve that 
controls oil flow rate. A base valve located 
between the cylinder and gas chamber has 
an orifice that controls oil flow in the out 
of the gas chamber. Severe blows and long 
movements of the wheel and cylinder 
cause quicker transfer of the damping oil. 
On these occasions increased oil flow into 
the gas chamber is necessary to permit full 
wheel travel. Increased pressure opens 
special leaf springs that cover additional 
oil passages in the base valve. Oil may 
now travel into the gas chamber more 
rapidly. As the wheel must return home 
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as quickly as possible leaf springs on the 
other side of the valve open on the back 
stroke and expose more orifices. 

The complexity of the 43-piece unit is 
confusing but the results it delivers are 
not. When riding the YZ it’s virtually 
impossible to tell that you are not on a 
superbly prepared, conventionally sus- 
pended, long-rear-travel machine. The 
monoshock unit delivers springing and 
damping equal to, or possibly better than, 
a works forward-mount bike. On a bike 
as light as the 125 YZ-C it’s hard to deter- 
mine the full effectiveness of the mono- 
shock system versus other long travel con- 
cepts without side-by-side comparisons. 

An unusual aspect of the monoshock 
system is the lack of suspension sag when 
the rider is seated on the YZ. Nitrogen 
pressure keeps a constant load on the oil 
to prevent easy initial compression of the 
monoshock damper. This control of the 
ride height keeps the shock unit fully 
extended, rather than partially com- 
pressed, under light loads. Too little gas 
pressure will let the YZ sag under rider 
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ss can actually be thrown into full lock slides—if you're in the right gear. 


weight; too much nitrogen will make the 
first inch or two of travel stiff and the 
ride uncomfortable. 

Our test bike was set up for and run-in 
by Pierre Karsmakers. Because of his fast- 
er riding pace, the nitrogen pressure was 
high and the ride of the 125 YZ-C stiffer 
than that of a standard 250 Monocross 
we were riding. When accelerating hard 
or riding flat out in the upper gears the 
suspension works great. Tracking through 
rough stuff is true and predictable but the 
pitching of the rear end is irritating. De- 
celerating into choppy turns lets the back 
switch side-to-side slightly. 

The riding position is superb and the 
controls well placed for most riders. The 
saddle is deep enough and firm enough 
to provide excellent comfort. The clutch 
is almost free of any friction point—it’s 
either engaged or disengaged. Operation 
of the gear-box is easy and precise and 
shifts occur with every touch of the 
lever—with or without the clutch. 

The six-speed gearbox gives the rider 


(Continued on page 38) 
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ESPANA 


Turn a bunch of expert trials riders 
loose in impossible terrain and what 
you've got isn’t as much a motorcycle 
event as it is a festival of magic. 
Story and photos by Dick Vasquez 


® The site of this year’s El Trial de Espana 
was Rawhide Cycle Park near Elsinore, Ca. 
The entire park (840 acres) was reserved for 
trials only for two days. The meet: was 
organized and conducted by the American 
Trials Association (ATA), a group of five 
Southern Californian Trials Clubs. 

In 1973, El Trial de Espana was America’s 
most prestigous trials meet in terms of number f 
of riders and spectators, news media coverage, 
and European riders entered. However, in 
1974, the United States hosted its first- 
ever internationally sanctioned (by F.1.M.) trials 
meet at Saddleback Park, Ca: with all the top 
trials riders in the world competing. In 
addition, a series of 9 trials meets were held in 
1974 under the auspices of the AMA to 
determine a U.S. Trials Champion. It was 
expected that the aforementioned would 
detract from this year’s El Trial de Espana. Not 
so. In spite of unemployment, inflation, etc., 
the festive mood for the “Big One” was set 
on Saturday when campers, trailers and other 
RVs started drifting in to camp overnight. By 
mid-afternoon, many of the riders were 
plonking around in the hills and canyons in 
beautiful Southern California weather—about 
70 degrees. The most popular gathering spot 
was dim Forrest’s camp where he displayed his 
immaculately-restored 1956 Ariel HT 500CC 
thumper. This, of course, is a model identical 
to Sammy Miller’s Ariel “GOV 132” on which 
he won 5 British Trial Championships in a 
row. The last of the big trial singles—nostalgia 
at its mellow best. 

There isn’t a championship at stake, nor are 
ATA points awarded, at El Trial de Espana— 
only the prestige of winning one of America’s f 
biggest trials classics. The meet was originated $ z wv 
in 1970 by Fred Belair, a former racer from f : PS | eS 
Argentina, to raise funds to send Southern eeo eae. ine s = OE ce CELL LTE IIA OTT 
California’s best trial riders to compete in the ee ee : ie is 
Spanish round of the European Trials 
Championship. As a result, two or more riders 
have gone to Spain (with all expenses paid) 
every year since then, and the effort has 
certainly improved the caliber of American 
trial riders. 

Prior to the start of this year’s meet, Lane 
Leavitt (1974 Trials Champion) seemed 
unusually calm and confident. As it turned out 
he had a good reason to be; he went on to 
win by a comfortable 16 point margin over 
Mark Eggar on a 250cc Honda four-stroke. 
Many trials observers felt this was one of 
Lane’s best efforts, as the Bultaco-sponsored 
rider was razor-sharp all day. Even when he 
blew a section he retained his composure. At 
the conclusion of the morning round, Leavitt 
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After the morning loop, Marland Whaley 
(Montesa) was tied with Bernie Schreiber 
(Bultaco) for second behind Lane Leavitt. 
But during the afternoon Mark Eggar surged 
past both of them, leaving Whaley (above) 
in third and 15-year-old Schreiber in forth. 
Francisco Segura (right) was looking good 
in Section 18 until he got out of shape 

(left) and executed a nifty three-point dab. 
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¥ Leavitt feels is one of the most promising new 
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had a 12 point edge over Marland Whaley and 
Bernie Schreiber. Mark Eggar was a distant 
fourth, trailing by 19 points. At this point it 
appeared that the only question remaining was 
who.would finish second, Whaley or Schreiber. - 
Instead second place went to Mark-Eggar, who 
had just switched from Montesa to a Honda 
250 (actually 305cc). Mark was literally sizzling 
in the afternoon loop as he dropped a mere 3 
points to Leavitt's 6, but he-was too far back 
to catch up. Whaley (Montesa), who finished 
second in the 1974 National Trial Series, 
finished third followed by 15 year-old Bernie 
Schreiber on a Bultaco. Mike Griffitts 
(Montesa) finished fifth, followed by 16 
year-old Greg Lersch (Bultaco) whom Lane 


experts he has seen this year. 

The trial consisted of 46 sections. Ten 
sections, strung out in a 6 mile loop, were 
ridden 3 times in the morning and then 16 
expert-only sections finished out the meet in 
the afternoon. 

Section one drew the largest crowd as the 
experts were required to negotiate turns 
around and over large rocks (some as large as 
2% feet high) and up a hill. However, Section fe 
19 was the toughest. This trap required a drop |... ° 
off a ledge into a gully, a tight left turn and ag 
then up a two-foot rocky ledge, another tun W 
to the right up a sandy six-foot ledge and then | 
a 150 foot hill climb which included an off- 
camber, 90 degree turn in the center. The 
section had many of the enthusiasts captivated 
as the experts fought for control on the 
off-camber turn. Most were rolling off the 
throttle at the turn and then blipping it on and 
off up the hill with a lot of body english to 
finish out the section. Many never made it as 
the bikes skidded, flipped or stalled, particularly 
the small 125cc Hondas. The larger Hondas 
(250cc, 350cc) had more than adequate power. 

There were several great rides throughout 
the day, but the most spectacular took place in 
Section 10. Andre Plouffe dropped his ; 
motorcycle and in the process split the gas 
tank. When he restarted it, it went up in 
flames. Joe Goodson provided the thrills on 
Section 9 when his Bultaco. started to run 
backwards after going up a rocky staircase. 
The unexpected reverse left Joe a little shaky, 
but he recovered and continued on. 

Late Trials scoop: Honda has signed 
Marland Whaley (National No. 2), Mark Eggar 
(National No. 4) and Joe Guglielmelli (National Ì 
No. 6) to join their present team of Bob 
Nickelsen and George Smith. Reliable sources $ 
also indicated that the legendary Sammy Miller |: ` 
will be coming out of semi-retirement to ride 
the International Trials Circuit in 1975 on a 
Honda four-stroke that he has been 
developing for the past year. If it’s as good as 
the Sherpa T that he developed for Bultaco, it 
should be a distinct threat. Thus it appears 
that Honda is making its move into the U.S. 
Trials scene in a very methodical and quiet 
fashion. 

Yamaha has signed another top Montesa 
rider, Steve Darrow (National No. 5), to join 
Don Sweet (National No. 3). Yamaha is also E 
adding a 125cc model and a six-speed k 
175cc model to their present TY80 and 
TY250 trials models. 

Thus it appears that in 1975, the Japanese me i ex 
manufacturers will be challenging the Big ae eee 
Three—Bultaco, Montesa, and Ossa (all F “ap x 
Spanish motorcycles) across the United States : 
in Trials. It should be a most interesting year ` +s 
for trials enthusiasts. $ 









PET 


“ Hs 






aie 





Stand flips up as you ride off. 


Chrome / 
companions 
from Bates. 


Count on Bates to come up with a good-looking Safety Bar... 
plus one that teams up with the easy parking, easy getaway of 
Bates Ride-Off Stand. Perfect companions in chrome, shining 
examples of good taste. 

Bates Safety Bars look like they belong . . . not like a tacked- 
on afterthought. Custom fitted, swept-back design has a look so 
distinctive there’s a patent pending on it. All parts have Bates 
famous polished triple-chrome plating not just “bright 
dipping.” “Feet up” riders can choose all-chrome or rubber- 
covered fold-up footpegs. 

Bates Ride-Off Stands are nearly effortless—unlike stock 
center stands. Why struggle? Use simple leverage, and let the 
weight of the cycle work for you. Riding off is even easier... 
stand automatically returns to ‘‘up”’ position as you ride away. 

Whether you pick one or a pair. . . pick Bates for quality. 


Make and model of cycle 
Safety Bar—$29.95 Ride-Off Stand—$49.50 

O Chrome-Plated Footpegs (illus.)—$8.95 pr. ........ 2... cee eee eee 
O Rubber-Covered Fold-Up Pegs (not shown)—$9.95 pr. ...........4.. 
Plus shipping and insurance (10% or $10.00, whichever is less) 


Total Amount Due [J Check 



































Money Order enclosed for 





Send order to Accessory House, Box 1770-CS, Long Beach, Calif. 90801 
and include your complete name, address and telephone number. 





O $2.00—Rush me all the full-color Bates Accessory and Leathers Catalogs. 








favorite magazines. They're only $4.95 each, 3 for 
$14.00, in any combination of titles ordered. Add 
50c per case for postage and handling. Outside 
== U.S.A. add $1.00 per case ordered. 4 
yf CHARGE YOUR AMERICAN EXPRESS oe 
OR BANKAMERICARD ACCOUNT 


| Ziff-Davis Pub. Co., Dept. 23, 1 Park Ave., N.Y. 10016 


O My remittance in the amount of $_______ 
is enclosed. Please send magazine cases for the 
titles indicated below. -75CY 
CHARGE: [] American Express [] BankAmericard 


Account # 
Signature 
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TITLE QUANTITY 

@ them well protected and make it easy for you to 

refer to any issue at any time. Both decorative and = 

attractive enough to enhance the decor of any room, Check One: 3 

each case holds a full year’s copies. Constructed of O All Black Maroon Back, Black Sides 

reinforced fiberboard, these durable cases are Print Name. 

covered in a rich-textured leatherette. The gold 

embossed back adds to its elegance and makes Address. 








each case a welcome addition to your bookshelf 
or cabinet. k; 
Magazine cases are available for any of your 
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YAMAHA YZ-C Continued from page 34 


tremendous latitude for starts and course 
variations. Lighter riders will be able to 
stand over the bike and make second gear 
starts that will get them to the first corner 
yards before anyone else. Over 180-pound 
riders will need first gear and all the 
weight bias possible over the front wheel. 
Because of the engine’s narrow power 
band and explosive surge, a rider sitting 
too far aft on the saddle will find himself 
looking straight up at the handlebars in 
any of the first three gears. 

The engine is absolutely fantastic in 
every respect. As shown by the dyno chart 
the YZ engine pulls from 2000 rpm up 
to its power peak at 10,500. You will want 
to keep it between 8500 and 10,500 where 
it accelerates hardest. Like any of the 
strong 125s, the gear lever has to be run 
up and down at a furious rate. You have 
to shift down at least three times each in 
every corner—sometimes four. As long as 
you come out of the corner in the right 
gear no one is going to catch you. No other 
production 125 motocrosser gets from one 
corner to the next as quickly as the YZ-C. 

Unlike the pre-monoshock YZs, the 
“C” model can be successfully manipu- 
lated by experienced novices as well as 
top experts. It handles firm and steady. 
Its steering is quick but it won’t spit you 
off just because you lean in the wrong 
direction. The engine performance is more 
than enough to put you up front or let 
you pass upon command. 

There is one noteable drawback to Ya- 
maha’s monoshock system. The mainte- 
nance of the damper unit is complex, al- 
though not beyond the capabilities of a 
good mechanic. The nitrogen gas chamber 
is very special and requires equally special 
equipment to be re-charged or to have 
the pressure changed. Most of the special 
monoshock tools—gauges. regulators, hy- 
podermic needles, etc.—are available to 
dealers from Yamaha. They are costly 
and, at this time. short in supply. The gas 
bottle and nitrogen must be gotten from 
a welding supply. 

There are no compact field service units 
available, although some are planned for 
the future by Yamaha. This means that 
adjustment and servicing of the mono- 


| shock unit can only be done by Yamaha 


dealers possessing the special equipment 
and tools. The pressure of the nitrogen 
must remain fixed and can’t be changed 

to suit track conditions in the field. 
Firm pricing on the 125 YZ-C is not 
yet fixed. We have been assured that it 
will be under $1000. This will probably 
place the YZ-C around $100 to $125 more 
than the present run of Elsinores, KXs and 
TMs. The chassis performance is equal to 
other well-prepared 125s but the engine 
can't be faulted or bettered by anyone. 
If you want the quickest and fastest 125 
motocrosser the YZ-C is it. Just be sure 
in advance that your dealer can service 
its monoshock unit. © 
CYCLE 











You've got the brains. 
Do something smart 
with them. 


Get technical training in the Navy’s Advanced 
Electronics Program. Over $17,000 worth of it! 
Or training worth even more, in the Nuclear 
Program. 

And become involved with some of the most 
sophisticated electronic systems or nuclear power 
plants available today. 

Think of the challenge. The opportunity. The 
solid future in a field that’s helping to shape 
today’s world. 

If you can make the grade. 

And that isn’t easy. You’ll need more than a 
high school diploma and that good brain of yours. 
You’ll need good hands. And a real desire to stick 
with the intensive training. And the day-to-day 
chores. 

But it’s not all work. You'll see new places. 
Meet new people. Make new friends. 

Look, you're too smart to miss out on an 
opportunity like this. 

See your Navy Recruiter today. He can even 
tell you what you qualify for before you enlist. 

If you’d rather, mail the card. Or call us 
anytime: 800-841-8000. It’s toll-free. 

A good job. A good life. The Navy: 

It’s a good deal. 


Be someone special. 
Join the Navy. 








@ Everyone deserves at least one mistake: 
Montesa made theirs last year with the 
250cc King Scorpion. As if responding to” 
a swift kick in the shins; Montesa has 
come back swinging with their best Sun 
day punch—the new V75 250 Enduro. The — 
V75 is an ideal combination of all the 
things the King Scorpion should have 
been, along with the qualities that their 
1975 V75 motocrosser promises to have. 
The V75 Enduro 250 isn’t a counterfeit 
street-’n’-trail bike with the heart of a 
pussycat. Montesa’s Enduro 250 is without 
plastic and chrome compromises: it’s real. 
The lineage of the V75 is comprised 
equally of racing success. manufacturing 
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“The engine starts first kick, 
never misses a beat and has 
the kind of performance 
enduro riders can use.” 





blunders, pioneering experience. market- 
ing mistakes, competition development 
and a new technological awareness. The 
Enduro 250 is a superb example of what 
the Europeans, specifically the Spanish, 
can do best—build genuine competition 
bikes. The King Scorpion was an awful 
copy of a Japanese dual-purpose bike. 
Montesa has neither the mass-market ex- 
perience nor the mass production tech- 
nology to in any way compete with the 
sophisticated, civilized. less expensive 
Japanese street-’n’-trail bikes—the most 
thoroughly compromised motorcycles 
made. When Cycle tested the King Scor- 
pion (January 1974) we found it to be a 
confused and disappointing piece of ma- 
chinery. But just four months later, when 
the test on the Cappra VR was concluded, 
we found that bike to be best 250cc mo- 
tocrosser in the field. We were stunned 


by the variance of the two machines—one Getting ISDT performance from the engine came from mixing motocross and Í 
a complete letdown, the other a complete King Scorpion parts. The result is near perfect enduro power. l 
SUCCESS. | 

Everyone who rode both the VR and PHOTOGRAPHY: DAVE HOLEMAN, LARRY WILLETT (COLOR) 
Scorpion told Montesa the same thing: 
“Take the lights and gearbox from the 
Scorpion and put them on the VR.” Mon- 
tesa was well aware of the problems with 
the Scorpion. At the 1973 ISDT in Berk- 
shire one of Montesa’s factory riders had 
ridden a special prototype enduro bike 
with a VR engine and a new cantilever 
chassis. Jose Casanovas finished 19th in 
the 250 class, lost zero marks and won 
a gold medal. The Casanovas bike and 
others like it campaigned in European 
ISDT-type enduros, and were the proto- 
types of the V75 Enduro 250. 

The factory’s close and lengthy contact 
with the European enduro sport has kept 
them aware of what real works bikes and 
replicas actually are. But not until their 
sour experience with the King Scorpion 
were they apprised first-hand of the dou- 
ble definition given enduro bikes. Japa- 
nese enduro bikes are single-cylinder 
street bikes with trials tires and high pipes: 
European enduro bikes are (or should be) 
modified motocrossers with gotcha en- 
gines and headlights. Aware of this pecu- 
liar but established dual meaning, Mon- 
tesa decided to produce enduro versions 
of their [SDT machines. Montesa also 
learned from the bitter experiences of 
others not to dub the bike a replica. 
© Montesa has not taken any chances in 

-assembling the V75 enduro. The engine 
is a de-tuned version of the 1974 VR 
motocrosser powerplant with the 1975 V75 
racer porting specs. With various objec- 
tives in mind—ISDT performance, com- 
pactness, light weight—Montesa’s engi- 
neers merely lifted the necessary compo- 
nents from their parts shelves to get the 
results they wanted. From the standpoint 
of proven reliability, service, parts avail- 
ability and interchangeability it’s a valu- 
able asset. 

Externally the engine is identical to the es 
motocrosser. The case covers, crankcase On the lightweight, unbreakable rear fender is the 
halves, cylinder and head are from the vibration-proof ISDT type-rubber license holder. 

MARCH 1975 hi 
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Montesa’s special full-width rear hub is very 
strong and houses superb brakes and big spokes. 
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MONTESA V75 ENDURO 250 


Price, suggested retail $1560 POE West Coast 
Tire, front 3.00 x 21 Metzeler SD 
4.00 x 18 Metzeler SD 
5.12 x 1.14 in. (130 x 29mm) 
5.91 x 1.02 in. (150 x 26mm) 
Brake swept area 37.25 sq. in. (241 sq. cm) 
Specific brake loading 9.71 Ibs./sq. in. 
Engine type Two-stroke, piston port, single 
Bore and stroke 216 X 2.52 In 
(70 x 64mm) 
Piston displacement srnu cs un renis 246cc (15 cu. in.) 
Compression Tallo g aernmerenoai aean aan a 2 
Carburetion 1; 32mm; Amal 2900 block 
Twin-air foam 
Motoplat CDI 
22.88 @ 8000 
15.88 @ 7000 
29.5°/5.63 in. 

Mph/1000 rpm, top gear 
Fuel capacity 3.2 gal. (12 |.) 
Primary oil capacity 11 oz. (830cc) 
Transmission oil capacity 10 oz. (300cc) 
Electrical power Motoplat flywheel magneto 

Battery 

Gear ratios, overall (1) 30.07 (2) 18.68 (3) 12.92 
(4) 10.21 (5) 7.88 
Primary transmission Spur gears 2.65 
Secondary transmission Joresa chain '%' x % in. 
Wheelbase 56 in. (142 cm) 
Seat height 34 in. (86 cm) 
Ground clearance 8.5 in. (22 cm) 
Curb weight 259 Ib. (117 kg) 
Test weight 459 Ib. (208 kg) 
Instruments Speedometer w/reset tripmeter 
Top speed 80 mph (130 km) indicated 


Test Conditions: 
Barometer 29.82 
Temperature 





68°F Dry 60°F Wet 
Correction Factor 1.035 
Date of Test: 12/4/74 
As Tested on the 
Webco Dyno 


BHP 
(22.88 max.) 
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motocrosser. None of the special Scorpion 
castings are used. Inside the unpolished 
aluminum castings are a number of now- 
familiar parts. The crankshaft assembly 
is the same as in the motocrosser and 
Scorpion. With a 70 x 64mm bore and 
stroke (same as Yamaha. Suzuki. and CZ) 
the engine displaces an actual 246cc. The 
pressed-together crankshaft rests in three 
caged roller bearings—one on the magneto 
side. two on the primary drive side. The 
small diameter flywheels locate the rod 
on a roller bearing that is sandwiched 
between thrust washers on the big end pin. 

The top end is a mixture of various 
parts. old and new. The cylinder head and 
cylinder are the same as the VR but the 
new V75 motocross liner is used. Com- 
pared with the VR, the exhaust port bridge 
has been eliminated and the shape rede- 
signed. The exhaust port height has been 
raised two millimeters and the top edge 
radiused. The two transfers and rear boost 
port have remained in the same location. 
The double-windowed intake port has 
been widened two millimeters and the 
bottom edge dropped the same distance. 
Both crankshaft seals are outboard of the 
bearings. The bearings rely entirely on the 
oil from the pre-mix fuel for lubrication. 
The seals are fixed in place by retaining 
plates and may be replaced by simply 
removing the crankcase covers. 

The piston is from the Scorpion. It has 
longer skirts than the motocross piston, 
opening and closing the intake port sooner 
and later respectively. The four-milli- 
meter-longer Scorpion piston softens the 
engine’s performance but broadens its 
usable torque range and eliminates the 
power surge. When Montesa moved and 
re-shaped the ports they found that per- 
formance gains were causing heat ex- 
change variations and piston galling. The 
V75 enduro piston composition has been 
changed slightly, with an increase in sili- 
cone. Now the silicone percentage is closer 
to that of the super-durable Japanese and 
German pistons. 

Montesa’s piston rings are different— 
and effective. Rather than using conven- 
tional cast iron, Dykes or Keystone rings. 
the V75 enduro uses skinny one millimeter 
chrome hoops. These two super-thin rings 
are broad in width and set deeply into 
the piston grooves. The object is to reduce 
ring mass and prevent piston speed G- 
force loadings (as the piston stops sud- 
denly at TDC and drives downward) from 
lifting the rings in their grooves. 

Primary drive and reduction is via 
straight-cut spur gears. The crankshaft 
gear doubles as an additional small fly- 
wheel with the primary drive teeth carved 
out of a large round steel billet. giving 
additional inertia weight to the small 
crankshaft assembly. The clutch is mod- 
erate in size and has a total of 15 plates. 
Both the drive and driven plates are steel: 
SIX springs supply pressure. The primary 
drive is separated from the gearbox and 

(Continued on page 93) 
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Lens protection is afforded by brush guard. Upper. Easy clutch operation is acquired with the long 
gators and speedo rubber isolate vibration. lever. The gear lever requires deliberate pressure. 





Near-perfect frame geometry provides predictable handling at all speeds. We couldn't find its limit. 
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® Did Yamaha beat the life out of its 
competition in 1974, and will they beat 


the life out of the sport as well? Lots of 


people answer yes to both questions. A 
one-brand show, with monotonous wins 
by Ken Roberts on Yamaha, doesn’t pack 
in the spectators. 

Is the sport truly in danger of dying? 
Probably not, because racing is cyclic. At 
the start of the cycle privateers are hard 
at work improving standard machines for 
racing. Factories abstain, or hand out 
cautious help to ‘likely lads, not risking 
the company name, but happy to cash in 
on success. 

Success makes reputations, and the fac- 
tories are drawn in deeper, cataloging 
special parts to legalize them, or even 
making a few production racers. 

Competition becomes hotter, and cor- 
porate pressure is brought to bear on the 
rules, which become more liberal, favor- 
ing now this company, now that one. 
Rapid technical advance becomes the order 
of things, and factory teams are formed, 
hiring on the best of the privateers. It’s 
no longer enough to be a clever chap with 
a bike. Now you need big money and big 
ideas just to get in. 

In the final stages, the factories adjust 
the rules so that they can really have it 
out, no holds barred. Privateers become 
mere filler as classic battles are fought. 
At the end, little differences among the 
teams materialize into an overwhelming 
advantage for one brand. Failure and 
expense forces the others out, leaving the 
victor with no one to beat. 

All the factories then go home, sighing 
with relief or disappointment, according 
to how they have fared, and the privateers 
emerge to begin the cycle again. New rules 
are written for the new situation. The 
circle is complete. 

If Yamaha’s five wins in six tries had 
sent the competition home, I would agree 
that racing is in serious trouble, or that 
at least we were peaked out in the cycle. 

Yamaha’s success, far from beating the 
life out of the competition, has stimulated 
the development of new equipment by 
Kawasaki, Suzuki, and possibly Harley- 
Davidson. These new designs can bring 
new life and interest to racing in 1975. 

Yamaha’s 1974 season was near-perfect. 
Kel Carruthers-prepared machines ridden 
by team stars Roberts, Castro, and Ro- 
mero made it look easy most of the time. 
The brand new four-cylinder 700cc two- 
stroke, based on a street-bike design never 
produced, was a model of reliability and 
speed. Its reed inlet system, shared with 
the company’s many street and trail bikes, 
gave it better fuel consumption and a 
wider powerband than any of its competi- 
tion. The Yamaha’s six speed gearbox was 
the only one in the class, and with the 
engine’s wide power gave untouchable 
acceleration. Although reeds limit top-end 
power, the big engine made plenty for the 
job at hand. Early in the season, Suzukis 
were sometimes out-powering the Ya- 
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mahas, but by Talladega, there was no 
catching Yamaha in any sense. Even pri- 
vate 700s were beating other factory teams. 

Yamaha’s *74 250 wasn’t all-new, but 
it did break with its successful ancestry 
in being water-cooled. While the air- 
cooled 250 would slow after ten minutes’ 
running, its high operating temperature 
robbing the fresh charge of its density, the 
water-bike kept its cool and its power to 
the end of the race. 

For 1975, Yamaha plans no important 
changes to the machines or the team orga- 
nization. The potential threat from the 
other companies isn’t too seriously re- 
garded, and it would be too expensive to 
release a raft of new models every time 
the opposition let out a squeak. Therefore 
important parts like cylinders, heads, and 
frames will remain unchanged. The 
changes that are being made are details— 
simple upgrading of parts that weren’t 
good enough. There are always some. The 
special sleeve nuts and studs that held 


In ’74 Suzuki almost upset the 
Yamaha juggernaut. Will any- 
body almost do it again? 

by Kevin Cameron 


down the heads would occasionally break, 
allowing cooling water to escape and rais- 
ing engine temperature to the seizure 
point. Better parts were cataloged and 
distributed by Ontario time. Some oil and 
water pump drive gears failed, either from 
assembly preload or material defects. 
They will be of a new design. Some en- 
gines seized their main bearings shortly 
after start-up. In assembling the pressed- 
up cranks, builders allowed overall length 
to exceed the correct figure, crowding the 
outer mainbearings to death. In a few 
cases, very high revs may have allowed 
some cranks to spread, with similar results. 
Many private 700s overheated, and even 
the new type waterpump impeller didn’t 
cure it. A lot of thermostats were tossed 
away by the desperate, but the real prob- 
lem may have been insufficient airflow 
through the radiator. Team bikes, instead 
of having this trouble, sometimes ap- 
peared with their radiators partly taped 
up to stop overcooling! 

Two or possibly three massive gearbox 
failures were experienced. This is a tender 
subject, since pulling the clutch doesn’t 
save the rider from a seized gearbox. Sev- 


eral parts are being strengthened to pre- 
vent any recurrence of this intensely un- 
popular failure. 

A lot of people were afraid their engines 
would suck in pieces of broken reeds, and 
it did happen. Sometimes the hard little 
bits would whistle through leaving the 
engine intact, but some motors were lost. 

The 1974 Useless Parts Award has to 
go to the four flat-sided pipes standard 
on 700s. Exhaust pulses made them huff 
in and out like the flanks of a tired horse, 
then break into pieces. 

Kel doesn’t put up with more than one 
failure, but comes down with all his force 
on the problem the instant there is trouble. 
His answer to the pipe debacle was to fit 
four round pipes, which inherently elimi- 
nate this flexure. Three of these occupy 
the space of the four flatties, under the 
engine, while the fourth snakes up the left 
side of the engine, through the frame, and 
out on the right. No more trouble. Priva- 
teers tried everything with the stockers but 
nothing worked. A lot of imitations of 
Kel’s pipes were produced, but none ever 
made it to the winner’s circle. For 1975, 
alas, there will be new, allegedly better, 
flatties. I wish them well. 

The biggest hang-up of new 700 owners 
was handling. Most were transferring up 
from the 70 bhp twins with their good 
handling and moderate power/weight 
ratio. The wild behavior of the 700 ma- 
chines unnerved many riders. Some lost 
a season just getting their minds right 
about the new characteristics, and a few 
even decided the whole thing was a bad 
idea. Their mental disaster sensors just 
weren’t able to sort out the true signs of 
catastrophe from the background of 
weaving. bucking and headshaking. 

Actually, by taking rational advantage 
of the many suspension adjustments, such 
as raising or lowering front or rear, etc., 
the handling could be reasonably tamed. 

On the Cooper-Harper Handling Qual- 
ities Rating Scale (used in evaluating 
aircraft characteristics) I think the good 
700s should get a 5 or a 6; 
5—Moderately objectionable deficien- 

cies—adequate performance requires 

considerable pilot compensation 
6—Very objectionable but tolerable defi- 

ciencies adequate performance re- 

quires extensive pilot compensation 

The wide range of suspension adjust- 
ments just convinced some owners that 
nothing worked. The choites seemed too 
many for the inexperienced, and the risks 
too great. These riders, to judge from their 
remarks, would have rated the bike as a 9; 
9—Major deficiencies—intense pilot com- 

pensation required to retain control 

Despite this, they did retain control, for 
to date, no front-line rider has ever been 
seriously injured on one of these ma- 
chines. For the moment, they will just 
have to put up with Superbike Handling, 
because there is no going back to the 
slower twins. 

Up until now, you might say, “Oh well, 
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Kenny. Roberts, National Champion; has learned how to 
tide the Yamaha TZ-750, and Carruthers has learned how to 
put it together. Daytona should be theirs: 


Jimmy Evans parlayed a- solid third at Ontario into 
a factory ride for Kawasaki. The new Kawracers 
will be water-cooled, free-breathing and light. _ 








the Japanese never could design a proper 
frame. ..”, but now even MV, that bastion 
of European finesse, is having serious 
frame trouble as their 500 nudges the 100 
bhp mark. Some people are deciding that 
a wiggly line is the shortest distance be- 
tween two points, but I think the engineers 
have some more thinking to do. Why is 
the 700 frame made of the same diameter 
tubing as the 250? Why does the unsprung 
weight at the rear of the 700 have to total 
well over 50 pounds? Like the man at the 
garage always says, “Don’t worry about 
it. lady, they’re all like that.” 

Actually Yamaha is doing something 
about it. Their latest cantilever-framed 500 
seems to out-handle the MV, and there 
are some 700s being built with this feature. 
Rumors have it that a certain shop in 
Southern California is building similar 
frames for an unknown customer. 

It’s true that the professionals get 
around the race track faster on today’s 
high-power wigglers than they did on the 
“docile” twins. Yet I still believe that’s 
like asking someone to draw a picture 
while two big fellows shake him by the 
shoulders. It can be done, but it’s not easy. 

Despite minor problems, Yamaha is 
sitting pretty. Their equipment is right, 
their organization is strong, and their win- 
ning momentum is high. 

No company has had so much hard 
ground to cover in so short a time as has 
Kawasaki. Their performance image 
forced them to plunge into racing against 
entrenched opposition. Lacking the long 
GP heritage of the others, they had to 
rediscover everything for themselves. 
Success came in time, but only after many 
personnel and policy shifts. By 1973, the 
750 H2R was the ablest bike in racing, 
taking five out of nine nationals that year. 
In 1974, the new Yamaha 700 ended the 
H2R’s glory days. Yet there were signs 
of something new. 

Throughout 1973, development chief 
Kazuhito Yoshida was seldom absent on 
race day, collecting information, coordi- 
nating technical affairs, and parrying ques- 
tions about the future. After Daytona, 
1974, he was nowhere in sight. Factory 
development work was more important 
than 1974’s rear-guard action with the 
obsolete H2R. The team was kept on the 
back burner all year, with team riders still 
under contract. but seldom a threat. There 
were still bright moments. By the heaviest 
of heavy trucking, Yvon duHamel man- 
aged a sensational second to Roberts at 
Laguna Seca, but technical realities kept 
this man’s exceptional talents hidden the 
rest of the time. Hurley Wilvert, the 
semi-works rider/tuner who seems to do 
everything well, made a strong impression 
by frequent finishes in the money with 
his US-built machine. A third at Daytona 
aim't hay. 

For 1975, Kawasaki will respond in 
kind to the Yamaha challenge: with spe- 
cially-designed racing machines, not hot- 
ted-up street models. The all-new KR-750 
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will give 120 water-cooled horsepower at 
9500 rpm. This piston-port three owes 
nothing to its H2R predecessor. The 
coated aluminum cylinders, arranged to 
allow large transfer port loops and close 
cylinder spacing. will send power to a 
full-sized six speed transmission. Morris 
magnesium wheels will be used, and front 
and rear brakes will be aluminum discs, 
coated by Kawasaki's Electrofusion proc- 
ess. Even the bore and stroke are different 
from the old engine. The over-square 71 
x 63 mm of the H2R have become 68 x 
68 in the KR-750. As in the past, Mikuni 
35 mm carburetors will be used. 

The new 750 is good news, but the 
KR-250 is sensational. Yamaha’s class- 
ruling 250 is a piston-port twin, 54 x 54 
mm, and team bikes are giving over 55 
bhp at 12,000 rpm. Knowing it would 
take more than hope to beat Yamaha, 





At the end of the season Ron Pierce 
had a chance to ride Gary Scott’s H-D 
RR-250, and he rode it to a solid 
second behind Roberts. Pierce flies. 


Kawasaki has come up with a radical 
design that is the most advanced 250 racer 
now in existence. 

Rotary inlet valving has been chosen. 
Although peak power may be no higher 
than a properly-designed piston port 
layout, there is a ten to fifteen percent 
gain across the powerband, and that pow- 
erband is also much broader. This means 
faster acceleration and fewer time-wasting 
gear changes. Wit no carburetor port in 
the back cylinder wall, a rotary valve 
engine can use that space for transfer area. 
This in turn allows the exhaust port to 
be wider, something that the present Ya- 
maha needs. Only three transfers are used 
in the Kawasaki design. 

To get around the traditional width 
problem of the rotary valve twin, the 
KR-250’s coated aluminum cylinders are 
arranged one ahead of the other. This 


allows low engine position with straight 
inlet ports. The two Mikuni 32 mm carbs 
project from the left side of the magne- 
sium crankcase. 

The two separate cranks are geared 
together, then to the seven speed gearbox. 
AMA rules, remember, say only that the 
number of speeds must be the same as 
the approved model. For European Grand 
Prix racing (part of the plan) one speed 
is removed. 

The water-cooled engine is claimed to 
give a tremendous 60 bhp at 12.000 rpm. 
Its modern bore/stroke dimensions of 54 
x 54.4 mm take the mean piston speed 
up to nearly 4300 fpm. In the past, Ka- 
wasaki racing engineers have preferred the 
conservative figure of 3500 fpm for new 
designs, so this shows new, and in my 
view, correct, thinking. If the technology 
is there, use it. 

You may be surprised at the square 
bore/stroke dimensions of these new en- 
gines. It would be a surprise if they were 
four-strokes, whose valve area depends on 
the space in the cylinder head. This is 
controlled by the bore, so short strokes 
favor high performance. 

For two-strokes, the opposite is true. 
Port area is most dependent on stroke, 
increasing with longer stroke faster than 
port width decreases with smaller bore. 
The longer the stroke, the greater the port 
area. This is complicated by the require- 
ments of exhaust blowdown area, by the 
location of cylinder studs and other com- 
ponents. On the other hand, the mechani- 
cal designers want short strokes to keep 
piston speed reasonable at the desired 
high rpm. A compromise, with no one 
truly satisfied, is the result. 

With their new equipment, Kawasaki 
can have a clean shot at the top. One 
hundred and twenty horsepower is plenty 
for a 750, despite Yamaha claims of 132 
bhp for late-season 700s. Like the near- 
200 mph clockings from last Daytona, 
these numbers are just good public rela- 
tions and little else. 

Are Kawasaki’s numbers reasonable? I 
think they are. The KR-750 needs a 
bmep of only 110 psi to make 120 bhp. 
That is a readily-attainable figure for a 
piston-port racing engine. The KR-250 
needs to have a bmep of 132 psi, and 
this. too, is reasonable for a disc valve 
engine. Yamaha’s claim would require 100 
PSI from a reed engine, and that would 
be too much to expect right now. 

Randy Hall, who replaced Bob Hansen 
as road race chief in Kawasaki’s 
“Christmas Massacre” a year ago, will be 
looking after bikes for veteran Yvon du- 
Hamel, while Jeff Shetler will prepare 
machines for first-year team rider Jim 
Evans. Neither of these tough riders will 
give an inch of road to anyone, and with 
these advanced machines they have an 
excellent chance to beat the Yamahas, 
especially in the 250 class. 

In my opinion, there is nothing to stop 
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KENNY 
ROBERTS 


@® It has come to pass that in American 
professional motorcycle racing there is 
a distinction to be made between cham- 
pions and the National Championship, 
with the difference sometimes becoming 
very great due to the manner in which 
the AMA picks its Number One rider. 
Under the AMA’s system it’s all book- 
keeping: points are given according to 
finishing positions in various (and varied) 
events, totals taken at a season’s end, 
and the simple act of addition allowed to 
settle everything. The rider who accumu- 
lates the greatest number of points gets 
the Championship, which is fair but 
doesn’t necessarily make. him. a.cham- 
pion. The system rewards dogged versa- 
tility more thån brilliance; an unbroken 
string of third-place finishes more than 
the kind of forcefulness that wins or else. 
Cycle's Rider of the Year selections are 
made on an entirely arbitrary, subjective 
basis. We watch riders without taking 
notes; register performances without giv- 
ing much weight to finishing orders or 
scoring points. We cheerfully admit to 
being unscientific-and. unfair. As- a result 
our-choice of a year’s outstanding rider 


does not always mesh with the AMA’s, 


which probably bothers that organization 
not at all. 

Kenny Roberts has resolved all these 
differences, pulling together bookkeeping 
and subjective judgements; erasing any 
distinction between the meaning we at- 
tach to the word “champion’’ andthe 


è National Championship. He has won the 
“AMA's big Number! Onesforsthessecond™ 


year running, with a record 2286 points 
scooped out of 23 events counting toward 
the Championship. Roberts was among 


the top ten finishers in 19 of those 23 
races, won six of them outright, finished 
second in another half-dozen, and came 
home worse than eighth only four times. 
With a record like that, nobody had to 
ask the bookkeepers for a recount. Rob- 
erts rode like the champion he is, and 
when the season’s dust had settled he 
had the Championship by the throat. 
While we're talking statistics, there are 
more numbers of interest. Everyone who 
follows racing at all closely knows it’s just 
as hard to win the AMA’s lightweight races 
as any road race National, and Roberts 
picked off four 250-class victories, finish- 
ing, second in the two remaining. He won 
three of the pavement Nationals on his 
TZ700 Yamaha, finishing second in two 
more and was fourth at Loudon. And out 
of six starts in the Anglo-Américan Match 
Races Kenny Roberts won three, got 
three seconds, set one lap record, 
equalled another, and established himself 
as an international road racing star. Rob- 
erts’ year on pavement would have been 
notable for even a road racing specialist. 
But Roberts is, it seems, a specialist 
at everything. The AMA’s bookkeeping 
doesn’t stop where the pavement ends, 
and its championship can’t be won with- 
out doing well in the rough-and-tumble 
of dirt track racing. Kenny Roberts did 
spectacularly, winning one TT event, 
grabbing second in another, winning one 
of the San Jose Miles, and even winning 
in the locked-elbows conditions of short- 


track. The only kind of, „AMA Nationalis 


~ Roberts didn’t win in P1974 \ Was a half-mile 
event, where his best finish was a second 
place at Columbus, but he won the Ascot 
National in 1973—which means he has 
won at every kind of racing on the AMA's 
championship calendar. 

Roberts’ record of wins and otherwise 
stellar performances is impressive and 
varied enough to be the prized property 
of a veteran, and a good one at that, yet 
Kenny has ridden only three seasons as 
an Expert. He wasn’t even born until the 
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last day of 1951, and_was just.an under- 
sized urchin whipping iton the Modesto 
locals with a ratty Hodaka when Giacomo 
Agostini had become an MV factory rider. 
In fact, though Roberts is expected, and 
expects, to best Ago the first time he gets 
a clean shot at him, he didn’t begin road 
racing until 1971. That was in his high- 
points Junior year, when everyone as- 
sumed Roberts was going to be another, 
if spectacular, dirt-track specialist. He 
turned out to be all of that, and a road 
racing specialist as well—and at this point 
you'd have to expect Kenny Roberts to 
add observed trials'and motocross- to his 
complement of specialties if those forms 
of competition caught his attention. 
There probably are those who would 
argue that Kenny. Roberts wasn’t born at 
all; that he must have been invented—built 
to specifications drawn from some racing 
team manager's rosiest dreams. He may 
have been, and certainly: could have 
been: Roberts is five-feet, six-inches of 
gimlet-eyed and unassailable cool; a 
135-pound package of cobra’s reflexes, 
computer-like judgement and incredibly 
accurate sensors. You could describe 
what he has as raw talent, but there never 
has been anything raw about the things 
Roberts can. do with a motorcycle. His 
simply is a talent that appears not to need 
much experience to make it work. 
Kenny Roberts is nothing less than a 
phenomenon, and he may have brought 
to racing the quality of inexorability,-like 
tides and earthquakes. So it is with a 
disquieting sense of committing pre- 
sumption that we have chosen him to be 
Cycle’s 1975 Rider of the Year. Kenny 


‘ Roberts may. well prove to be the rider 


of the century. (O) 
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around a continent 

where you may run into 
water buffalo, sand, kan- 
garoos, rocks, floods or 
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bike that would skitter Toa On the twelfth day, near 





one rough for a few days and Pt Hedland in Northwest — cattle trucks that hog up the 
then come unglued. So Grant Australia, Grant thrashed the whole road. But we do expect 
_chose a Honda 750. 750's rear wheel and crank- you to appreciate a motor- 
The run for the money was case cover as he did an endo cycle that can stand such 
S fraught with spills. Two days in a sand washout while punishment. It's the Honda. 
i, Out of Sydney, Grant and his hitting 80. When he came to, 750. And it's at your nearest 
= Honda took to the air when he wondered how he could Honda dealer's. 
a) they hit a railroad track unen- get his 750 back in one piece 
cumbered with a warning again, out in the middle of 


nowhere. However, Honda 
motorcycles are found even 
in nowhere and that same day 
Grant found a man with a 750 
willing to part with a few of 
its parts. Soon, he was off and 


Good things happen on a Honda. 
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WE CALL OUR GT-250 TWIN THE HUSTLER. 
AND THAT’S AN UNDERSTATEMENT. 


Motorcycles have personalities just 
mike people. And when you get to know 
the GT-250 you'll find that it’s a hus- 

iling, happy-go-lucky machine. 
he. Why? Well, we could go into a 
Cal long dissertation on weight- 
to-power ratios, compres- 
sion ratios, torque Curves, 
fork angles, frame- suspen- 
sion compatibility and a lot 
© of other engineering jargon 
— but the plain and simple 
truth is that this bike is just 
a heck of a lot of fun to ride. 
It’s got spirit. Spunk. 

a Get up and go. 


















30 horses, six speeds and 
Ram Air Cooling. 

Its a whiz around town. The 
square 54 x 54 mm bore twin cylinders 
pump out 23 ft/ lbs of torque at 6,500 
rmp; 30 horses at 7,000 rpm. And that’s 
a lot of punch for a bike that only 
weighs 322 pounds. 

Out on the open road, 6th gear 
really comes in handy. And with the 
Ram Air system blowing cool air over 
the cylinder heads, you can get right 
out and run with the big boys. No 
problem. 


CCI explained. 


Like all other Suzukis, the Hustler 
has an automatic Crankcase Cylinder 
Injection system (CCl) for the proper 
gas/oil mix at all engine speeds. But 
that’s not all CCI does. (It is all some 
competitive systems do). CCl also 
meters a stream of oil to the bearings 
at the end of the crankshaft. It keeps 
things turning smoother. Longer. 


it’s got everything you need. 


Front disc brake, adjustable rear 
shocks, dual mirrors, flip-up locking 
gas cap —plus Suzuki's exclusive 12 
month/ 12,000 mile engine warranty. * 

When you think about it, there’s not 
a heck of a lot you could ask for that 


the Hustler doesn’t already have. 
Maybe a foxtail. Or a fox. 


Get a closer look 
at the other two Suzuki twin-cylinder 
road bikes at your dealer. 





44 Hp — 5-speed transmission — 
Hydraulic Suspension. 





20 Hp — 5-speed transmission — 
electric starting. 


* Suzuki warrants internal parts of 
the cylinder head, block and transmis- 
sion for 12 months or 12,000 miles. Just 
comply with Owner’s Manual instruc- 
tions: mail registration to Suzuki within 
48 hours and receive service checks 
from a Suzuki dealer at 750, 2,000 and 
every 2,000 miles thereafter. 
U.S. Suzuki Motor 
Corporation, Dept. 

4066, Santa Fe 
Springs, Calif. 90670. ® 
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Ride safely; wear a helmet, eye protection, and appropriate riding apparel. 
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X-90 not manufactured for street or highway use. 





Harley-Davidson shows the way. To put yourself o1 
trail. With one of our lightweight freedom riders. 
X-90. A little bit of off-road dynamite. That really delivers. 
A trail-taming, gully-grabbing piece of real machinery. 
__ Z-90. Twin brother to the X-90. But not identical. It has the same — 
.... kind of guts to handle the bad lands. But it’s street legal. Drive 
out the driveway. Ride any road. Then take it out in the dirty. - 
SX-125. A step-up machine that can step out. With authority. 
Anywhere. The blacktop. The back roads. The boonies. re ae 
The “light show” is now playing. At your AMF Se ee 
Harley-Davidson dealer. | ; 
-Come on in and take a look. 








Harley-Davidson 
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Cycle Test 


® Put bluntly, the most important thing 
about the new Honda CB-400F is this: 
its really fun. Like all Honda factory 
products, the 408cc six-speeder has been 
sanitized and polished to a glossy civility. 
The new four-into-one exhaust system, to 
cite a single example, removes almost all 
the exhaust noise at normal speeds in city 
and highway traffic. 

In this case Honda’s lustrous detailing 
does not brighten up a pale, lifeless mo- 
torcycle. Fhe Honda CB-400F is a marvel: 
it handles remarkably well, has sufficient 
cornering clearance, stops with authority, 
snaps through gears precisely—and motors 
along smartly. The bike feels all of a piece, 
as if a hundred separate design systems 
fell into perfect synchronization. Yet the 
attraction of the 408 transcends its obvious 
competence. Even a card-carrying Anglo- 
phile would agree that the CB-400F has 
real character. 

The motorcycle is genuinely exciting. 
At 10,500 rpm, a siren-song comes shriek- 
ing out the engine and muffler, and this 
music is the most captivating sound west 
of an MV Agusta 750. If you can’t respond 
to the CB-400F’s electrifying mechanical 
presence, you should immediately switch 
your sport to checkers. 


HONDA CB- 
UPER SPORT 





Forget the CB-3S0F. That machine was 
a technical exercise, an artful triumph of 
engineering craft. It was also a reply to 
a query never raised—unless someone 
wanted to know how few cubic centime- 
ters Honda could split by four. Admit- 
tedly, the CB-350 exuded niceness. Nice 
and heavy at 400 pounds. Nice and slow, 
with 15.6-second quarter-miles. Nice and 
“safe” with a ground clearance problem 
at the centerstand. Fascinating and 
charming the CB-350F may have been; 
exciting it wasn’t. 

Though it shares much mechanically 
with its forerunner, the 408 should not be 
tagged as an updated CB-350F. The new 
bike is dramatically better. The CB-400F 
will absolutely wallop an old 350 four- 
cylinder. The 408 runs through the 
quarter-mile more than eight-tenths of a 
second quicker than the 350. The 
14.8-second figure still leaves the CB-400 
far short of the jet-quick Yamaha RD-350 
(14.1 seconds) and trailing Kawasaki’s 
rapid 400 triple (14.3 seconds). But the 
Honda will edge out the Suzuki 380 (14.9 
seconds). At 408ccs, Honda’s midget-multi 
now gets inside the same second as its 
competition. 

The Honda picked up speed in two 
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Four cylinders, six speeds and a ten-thousand-rpm redline. 
Could it be a prescription for an exciting motorcyde? 


You bet it is. 
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Cable routing claw fits neatly ander rubber 
plug which helps to support the gas tank. 





The Heim joints under the bber covers make 
this Johnson-rod assembly work precisely. 





areas: extra displacement and a sixth ratio 
in the gearbox. The 350F engine, under- 
square at 47mm x 50mm, received the 
boring-bar treatment and emerged with 
slightly oversquare dimensions, 51mm x 
50mm. With the enlarged bores came a 
new cylinderhead having bigger combus- 
tion chambers and larger intake and ex- 
haust valves. Honda retained the camshaft 
from the 350 (in part-number at least). 
kept the gallery of four 20mm piston-valve 
Keihin carburetors, and used the 350s 
crankshaft and connecting rods. Com- 
pression ratio was bumped up from 9.3: 1 
to 9.4:1. Honda has not backed down on 
the redline one notch. The CB-350F red- 
zone began at 10.000 rpm. and 400F’s 
warning-wedge also commences at the 
five-figure mark. 

The 408 carries its internals inside new 
engine cases, and the six-speed transmis- 
sion guaranteed that recasting. While add- 
ing a gear, Honda juggled the cogs. First 
and fifth gears have the same ratio as their 
counterparts in the 350F: but second, third 
and fourth are all taller than those in the 
earlier four-cylinder bike. The far stronger 
400F will pull a steeper top gear (0. 866:1 
sixth) than the five-speed 350. 

Another powertrain component has 
been revamped. The clutch in the 408 has 
new friction discs and stronger springs as 
a hedge against slip-itis. Honda has also 
revised the clutch-release mechanism, 
moving to a layout somewhat similar to 
the CB-550. This łatest design presumably 
gives a smoother, fuller disengagement/ 
engagement arc at the clutch lever. 

Without a doubt the CB-400F looks 
assertive, and everyone likes the way the 
408 presents itself. To call the bike a 
factory-built café racer misses the point. 
The CB-400 is neither a styling exercise 
nor a collection of bolt-on/go-fast hard- 
ware. The CB-400F has been engineered 


Guard keeps rider’s foot out of harm’s way. Adjustment bolt allows lever to be positioned dow: awai 





from the inside out as a mid-sized sporting 
motorcycle. The bike is pure motorcycle; 
simple, trim and functional. No gratui- 
tous chrome strips muck it up. You don’t 
have to “style” your way into a hard, lean, 
mechanical look—after all, motorcycles 
are inherently that way. On the contrary, 
one must willfully style a motorcycle into 
soft-pussycat lines. 

Logic produced the CB-400F. The 
four-into-one collector deals far more ef- 
ficiently and economically with exhaust 
gasses than four individual pipes and 
mufflers. The foursome approach became 
a styling gimmick the very moment some- 
one devised a quiet. lightweight and ef- 
fective collector. 

Take another example. The basic func- 
tion of gasoline tanks is to hold gasoline. 
So when a tank is designed with the en- 
thusiast in mind, out comes a container 
which holds a lot of gasoline and doesn’t 
foul the rider. The CB-400F gas tank 
never forces the rider in an uncomfortable 
position, and the 3.7-gallon vessel puts gas 
stops about 150 miles apart. Think about 
it: some manufacturers must make a real 
effort to build peanut tanks which are all 
emblems and no gas. 

Consider something else. If you were 
going to build a 350/400cc motorcycle on 
a 53/54-inch wheelbase, you'd know that 
a mini-touring machine for two-up truck- 
ing would be stupid. The motorcycle 
would simply be too small for anything 
more than an occasional passenger. Con- 
sequently. you'd set the motorcycle up for 
sporting riders who want a fast. comfort- 
able solo mount. That’s exactly what 
Honda has done. So don’t congratulate 
Honda for some “café-racer™ styling coup. 
Rather, applaud Honda for something far 
more important. The CB-400F is an hon- 
est Japanese example of form-from-func- 
tion design. 

Motorcyclists of generous dimensions 
(weight and height) fit poorly on mid- 
sized street motorcycles. That our large 
staff members (six-feet/200-pounds and 
up) found the CB-400F too small hardly 
came as a surprise. Other staffers could 
slip right into the 408. More limber riders 
will adapt to the 400F more readily be- 
cause the footpeg position pulls the legs 
up and back. The low handlebars drop 
the rider into a forward list, so the foot 
controls seem placed correctly—if your 
joints bend in all the proper places. 

Though they liked the low bar, some 
staff members would prefer a slightly nar- 
rower bar angled back toward the rider, 
thus giving a more natural bend at the 
wrist. The rear brake lever had to be 
dialed down so that riders could easily 
keep the lever under foot. The shift lever 
likewise needed a bit of downward ad- 
justment for the less agile. 

Both foot controls show clever touches. 
The brake pedal has a guard which pre- 
vents the rider from getting his foot sand- 
wiched between the outer clutch case and 
the lever itself. Rather than clevis-and-pin 
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junctions in the remote-shift linkage, the 
408 has Heim-joint connectors. The touch 
(first seen on earlier Moto Guzzi Sports) 
is absolutely first-class since it eliminates 
the slop in the linkage. 

Having settled into the riding position, 
sub-six-footers will find the combination 
ignition/fork lock switch in a panel be- 
tween the instruments. Honda has finally 
placed the key in the right spot, and has 
in a way made up for the delay by incor- 
porating the fork lock into the same 
switch. Opening the petcock—which has 
idiot-proof on/off/reserve positions—must 
be followed by flipping the choke lever 
on for cold starting. 

Cold-blooded by nature, the 408 needs 
a short warm-up before plunging into 
traffic. Once warm, the Honda eases into 
a normal idle; just a mum-hum trickles 
out the megaphone-shaped muffler. Crack 
the throttle and the tachometer leaps to- 
ward the redline, accompanied by a vel- 
vety mechanical thrash from the engine 
and a whining whoofff that spits out the 
muffler tip. Never has there been a better 
invitation to go for a ride. 

The clutch feeds the power in pretty 
evenly, although, like most Hondas, the 
clutch hooks up the driveline components 
only as the hand lever nears the end of 
its arc. Driveline slop mars the unitary 
tightness that characterizes the 400F. 

Adding a passenger in town makes the 
slop far more apparent. The passenger 
may be unaware of the wind-up/reel-out 
business in the driveline, but the rider 
feels it at every start. The pillion person 
will notice that his or her legs get pumped 
up and down a lot, thanks to the passenger 
pegs mounted on the swing arm. Since 
the Honda midget-multi has been de- 
signed as a monoposto machine, good 
form demands that the passenger be jet- 
tisoned at the earliest convenient stop. 

In traffic, the Honda CB-400F’s bright 
red paint job remains the loudest thing 
on the motorcycle. Auto-jockeys just can’t 
hear the motorcycle; its that quiet. In- 
deed, the 408-pilot may not be heard at 
all, because the horn bleats out a frail 
note. That leaves the eternal headlamp (on 
all the time) as the rider’s attention- 
grabber. Since headlight filaments make 
poor alarm beacons, the CB-400F’s color 
may be its most trustworthy guardian. 

Around town, the bike soon proves itself 
as an agile, maneuverable motorcycle 
which never feels like a 400-pound multi. 
Many pounds remain in hiding despite the 
fact that low bars usually heighten any 
riders weight-awareness. Though the bar 
has only a one-inch rise, the riding position 
will not tire out the stoplight commuter. 

As the city limits signs recede and the 
countryside opens up, the bike gets better 
and better. Tooting straight-up along a 
two-lane blacktop, the engine spins with 
an eager hum. Some vibration reaches the 
rider at certain engine speeds (4800-5200 
rpm): yet at its worst, the vibration in the 
handgrips and pegs provokes no discom- 
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Cradle frame built from pressed steel and tubes provides a rigid structure, it’s 








heavy but frame rigidity is the first element in good handling. 





i 
The axle carrier on the swing arm isn't a sep- C 
arate piece; it’s stamped from the arm itself. 








ylinderhead breather tube terminates under the 
perforated floor for the air cleaner element. 


Engine Test Conditions: 
Speed HP Torque Barometer 30.20 
2000 4.25 11.19 Temperature 
2500 5.77 12.14 76°F Dry 60°F Wet 
3000 8.40 14.72 Correction Factor 1.028 


3500 10.90 16.36 
4000 12.94 17.00 Date A T pa 74 


4500 14.20 16.58 
5000 15.30 16.07 the Webco Dyno 
5500 17.20 16.42 
6000 19.93 17.44 
6500 23.27 18.80 
7000 26.34 19.76 
7500 28.48 19.94 
8000 30.78 20.21 
8500 31.72 19.60 
9000 32.32 18.86 
9500 31.48 17.40 
10,000 31.06 16.31 BHP 

10,500 29.91 14.95 (32.32 MAX.) 





HONDA CB-400F 
Price, suggested retail $1433, POE West Coast 
Tire, front 3.00 x 18 Bridgestone 
Super Speed 21-F2 
3.50 x 18 Bridgestone 
Super Speed 21-R2 
10.25 in. x 1.67 in. x 2 
(260mm x 42.5mm x 2) 
6.3 in. x 1.2 in. 
(160mm x 30.5mm) 
Brake swept area 113.75 sq. in. (733.7 sq. cm) 
Specific brake loading 5.04 Ibs./sq. in. 
Engine type Four-stroke sohc four 
Bore and stroke 51mm x 50mm 
(2.01 in. x 1.87 in.) 
Piston displacement 408cc (24.9 cu. in.) 
Compression-ratio 

Carburetion 4; 20mm Keihin 
Air filtration Pleated paper 
Ignition Battery and coil 
Bhp @ rpm 32.32 @ 9000 
Torque @ rpm 20.21 @ 8000 
Rake/Trail 26.5°/3.3 in. (8.4 cm) 

Mph/1000 rpm, top gear 
FUCIICADACIIY eausa uk enone 3.7 gal. (14 liters) 
includes .8 gal. reserve 
3.7 qt. (3.5 liters) 
156 watts @ 5000 rpm 
12V, 12AH 
(1) 20.91 (2) 13.77 (3) 10.52 
(4) 8.50 (5) 7.38 (6) 6.62 
Primary transmission Morse Hy-Vo chain 3.423 
Secondary transmission 5/8 x 3/8 D.I.D. chain 
17/38 2.235:1 
Wheelbase 54 in. (137.2 cm) 
Seat height 30 in. (76.2 cm) 
Ground clearance 5.5 in. (14 cm) 
Curb weight 403 Ibs. (183 kg) 
Test weight 573 Ibs. (260 kg) 
Instruments Speedometer, tachometer, odometer, 
Maximum _ reset trip meter 
POWErNpN Sound level (California Standard) 80 db(A) 
Maximum Standing start %-mile 14.8 sec.; 85.90 mph 

Safe rpm | Average fuel consumption 

i | Speedometer error 30 mph actual 28.41 
0 SECONDS 10 60 mph actual 57.0 








Corrected Rear Wheel Horsepower 
Torque in Foot Pounds - - - - 


TORQUE 
(20.21 MAX.) 
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fort. The super-sensitive rider can simply 
lever the engine out of the 4800/5200-rpm 
range by selecting another gear. Third, 
fourth, fifth or sixth are all appropriate 
gears for highway cruising. Atan indicated 
60 mph, sixth gear gave 5200 rpm on the 
rev-counter, while fifth brought the engine 
to 5600 rpm; fourth gear jumped the revs 
to 7000 rpm, and third carried the needle 
to 8000 rpm. 

Road and traffic conditions give the 
rider a chance to use all the gearing. A 
level road on a calm day will let the CB- 
400F loaf at 5000 rpm in the sixth. And 
if mileage figures interest you, gentle rid- 
ing in sixth gear returned a one-tank fig- 
ure of 57 miles per gallon. Normally, the 
rider can’t set it in sixth and forget shift- 
ing. Upgrades, headwinds, and passing 
situations require shifting; just how much 
depends on the situation. If you blitz the 
engine above 6500 rpm, then the Honda 
begins to pull with real authority. By the 
time the engine crosses into the sevens, 
the Honda surges forward with some real 
determination. 

Efficient muffling makes it possible to 
use the 7000 to 10,000 rpm range. Many 
motorcycles engines, which can withstand 
elevated engine speeds, still make high- 
rpm work noisy and unpleasant. The 
CB-400F has such careful noise control 
that the engine’s entire latitude can be 
exploited without harm to itself or your 
ears. Once caught in a vicious headwind, 
the engine purred for miles above {000 
rpm without complaint, and very little 
noise. Mileage, however, tumbled to 41 
miles per gallon. 

The 408 plays its best tune on winding 
roads where the 10,000-rpm engine and 
six-speed gearbox can drive the bike along 
at a splendid pace. The 408 inspires con- 
fidence by providing a stable platform for 
carving down a winding road. The bike 
feels as though the rider could get off the 
machine in the middle of a corner, shake 
hands with the handlebar, and step back 
aboard without disrupting the bike. 

If the stability is very real, so is the 
cornering clearance. On the right side, the 
peg will touch down just before the col- 
lector kisses the asphalt, though the con- 
tact constitutes more a warning more than 
a disaster. With the shock springs cranked 
up to their highest preload, one must be 
flitting through a corner near the limit of 
tire adhesion to touch down. Should the 
tires let go, you'll need your doctor’s busi- 
ness card in one hand and your prayer 
book in the other. Going left or right, 
you'll really be flying when the tire trac- 
tion evaporates. 

The new front fork, with its float- 
ing-ring damper valves, is built on the 
same pattern as the Honda CB-500T fork. 
The 400F has good suspension up front, 
and this fact encouraged some staffers to 
upgrade the rear suspension. S & W 
dampers inside 80-pound springs were 
bolted in place. This change quieted the 
408’s heaving through bumpy corners, but 
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the improvement revealed a new problem. 
Increasing the steadiness resulted in 
greater lean angles which, in turn, banged 
the collector on the pavement and 
crowded tire adhesion. Those riders who 
think they need extra cornering capability 
should consider fitting the following 
package: wider rims, larger TT-100 Dun- 
lops, and S & W dampers with springs 
of the rider’s choice. 

Honda has an incredibly fine motorcy- 
cle in the CB-400F. True, an RD-350 
Yamaha would leave the Honda multi in 
a flash. Yet the Yamaha—with its narrow 
powerband and razor-handling—demands 
the rider’s full attention. The Yamaha 
won’t dog along and you can’t be sloppy 
with it. The Honda is less intense, less 
demanding—and, for most motorcycle en- 
thusiasts, a lot more pleasant. The Kawa- 
saki 400 triple accelerates harder than the 
Honda, but lacks CB-400F’s stability in 





corners. The bike which the Honda 408 
most closely resembles is Suzuki’s GT-380. 
However, the Honda weighs less than the 
380, makes more horsepower, and is a far 
more compact motorcycle. Individual 
needs and tastes vary, but no one should 
buy an intermediate-displacement street 

motorcycle without sampling the 408. 
Much tripe may be written about 
Honda’s “pizzazzy” 400F. Don’t believe 
it. There’s nothing so superficial as pizzazz 
about the CB-400F. The machine is an 
elemental motorcycle. Fundamentals 
make it great because basics make or 
break any motorcycle. You could throw 
away the electric starter, instruments, 
directional signals, idiot lights, interlocks, 
etc. No matter. All these nice little touches 
add to the 408; none of them make it 
great. The bike’s greatness lies in the 
fundamentals of any motorcycle: the run- 
ning gear and engine. © 
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Product Evalua ition) 


| ® Amal lovers, grit your teeth. This is yet 

| ; another feature which suggests how Brit- 

| ish Amal carburetors might best proceed 
from some cylinderhead to the refuse- 
shelf. On the other hand, those enthusi- 
asts who love their Norton Commandos 

-~ —but mistrust Amal mixers—may wish to 
read on. 

There's an Amal legend in motorcy- 
cling. According to tradition, the instru- 
ments work preity well when new and then 
begin, with varying degrees of rapidity, 
to develop annoying habits. One distress- 
ing feature, present from new, is leakage. 

| Unless the petcock is turned off when 
| parked, a gassy dew collects on the car- 
I buretors and relentlessly drips off. Even 


| worse, open petcocks allow the Amals to 
| ; hemorrhage internally: gas runs down the 
manifolds, washes the cylinder walls, and 
| primes the engine for a hard start. 
| Real bothers come with use. Though 
BiS good dealers can synchronize Amal car- 
buretors precisely, the slides fall out of 
unison as the cable lengths change 
slightly. Moreover, the adjustment screw 
controlling slide height and the air-mixture 
screw for the idle circuit fit loosely in the 
carburetor body. Indexing the screws 
helps to maintain the positions but even 
the best lock does not guarantee unend- 
waning’ ‘accuracy. The slides and carburetor 
5 bodies wear against one another, and 
after a certain time and mileage—such as 
5000 miles or more—the slides get loose 
in their bores. This sloppiness eliminates 
almost any chance of getting the car- 
buretion straight and consistent. Don’t 
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laugh if some British bike owner tells you 
that he can hear the slides ticking inside 
the carburetors when the engine is idling. 
He’s not kidding. 

Amals, then, are almost living things; 
they change with age. Typically, owners 
of Amal-carbureted products will first no- 
tice a deterioration in the idling mode. 
Very simply, the motorcycle either refuses 
to idle, or idles irregularly and erratically. 
Though the throttle may be snapped shut, 
the engine speed will only drop to 1500 
or 1800 rpm; then it tapers off slowly to 
800 or 900 rpm, whereupon the engine 
burps and dies. The owner normally can- 
not take his hand off the twist-grip at 
stoplights. And as he accelerates away, 
he'll notice a small hesitation or flat spot 


in the carburetion just above idle speed. 

These constant changes encourage 
many owners to delve into the Amal ad- 
justment business. Of course the results 
depend upon the resourcefulness and 
ability of individual owners. And Juck. In 
general, Amal owners learn to live with 
imperfect idling. Rather than sinking more 
time into the bottomless pit of adjustment, 
they build and polish some extraordinary 
rationales. To wit: “It doesn’t idle per- 
fectly, but that’s no more serious than a 
Japanese bike which has a lot of sloppi- 
ness in its driveline. Naturally, because 
any idiot can identify an idling problem 
(the engine stops), that seemingly makes 
it more serious in the scheme of things. 
Since people buy motorcycles according 








oe Sec 
Proceed with care when fitting the inside/interior 
socket bolts. One slip could drop a washer or 
screw down an inlet port. 
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Main electrical line passes over the Mikuni; 
any fouling can be avoided by using very little 
of cap’s cable adjuster. 


to individual preferences, majority vote 
shouldn't determine what is or isn’t a 
serious handicap. The majority can only 
tell you what ‘an obvious:problem is.” 
For Norton owners who would rather 
switch than argue, Do-it Engineering 
(1135 Barkley, Unit H, Orange, California) 
offers a cure. The remedy consists of an 
intake manifold, matched on one end to 
the Norton intake ports and on the other 
to a single Mikuni carburetor. It’s a bolt-on 
operation to the cylinderhead, and the 
34mm Mikuni plugs into the Do-it manifold 
via its own rubber mount. The set-up 
costs $89.00. The single Mikuni provides 
a slight gain in miles-per-gallon, improves 
the 850 engine’s throttle response, 
strengthens fourth-gear acceleration (50 
to 80 mph), makes starting easier, pro- 
duces a reliable idle, and does not leak. 
There are two drawbacks. First, you must 
build your own air cleaner adaptation, and 


quarter-mile performance suffers a bit. 
As a rule of thumb, twin carburetors 
better fill the Norton cylinders at high 
engine speeds (near the peak) because 
the inertia ram effect, which helps to stuff 
the charge into the cylinders, can be more 
easily exploited inside individual intake 
tracts. However, were some bright and 
enterprising individual willing to spend 
enough time and effort flow-testing sin- 


gle-carburetor manifolds for vertical | 


twins, he could devise manifolds which 
would flow mixture as well as—if not 
better than—dual carburetor systems with 
individual intakes. 

The 34mm Mikuni carburetor must work 
twice as hard as either the 32mm Amals 
it replaces. That should present no prob- 
lem. A 360-degree vertical twin draws 
fuel/air mix into the cylinders at separate 
intervals anyway, so twin carburetors 
spend much of their time loafing. 

Hard work, however, doesn’t account 
for the increased size of the Mikuni. The 
elbow in the Y-manifold slows down the 
air velocity from the carburetor to the 
cylinderhead. Moving air always takes the 
shortest possible path it can find. This 
mad rush along the shortest path creates 
turbulance elsewhere inside the manifold, 
and beyond a certain level, the turbulance 
begins to foul the main current of air. 

If you begin moving the fuel-bearing 
air at considerable velocity through the 
elbow, not only will the air become con- 
fused and lose its way, the air actually 


best manifold, as designed by our bright 
and enterprising flow-bench artist, 
wouldn't have this problem. He could 
maintain a high gas velocity through the 
manifold, and the air would stay well- 
behaved enough so that it wouldn’t spit 
its fuel load out. 

A straight commercial adapter/mani- 
fold isn’t flow-bench designed. That 
means slower air velocity through the 
manifold. Within limits, if the velocity is 
reduced, you still can get more fuel into 
the system by increasing the carburetor 
area, The 34mm Mikuni carburetor pro- 
vides that area increase. 

Stripping off the Amals is easy. Remove 
the tank and seat, disconnect the cables 
from the handlebar controls, and unbolt 
the air filter. The allenhead screws on the 
outside of the two manifolds are a cinch 
to take out. More difficult are the inside 
allenheads, since there's very little ma- 
neuvering room between the carburetors. 
As the Norton manual advises, “a short- 
ened socket key is needed for ease of 
removal.” Tough it out. 

Having dispatched the Amals to the 
appropriate shelf, the Do-it Engineering 
manifold can be bolted straight on. Don’t 
forget to sandwich the gaskets between 
the manifold and the cylinderhead. 
Clumsy workers should replace the inside 
socket screws (with lock washers) with 
great care. In the single-carb manifold the 
inside socket screws actually go in the 
interior of the manifold. Thumb-fingered © 
folks could lose a socket screw or lock 
washer right down an inlet port. If you 
anticipate trouble, stuff small rags in the 
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~ will drop the fuel it’s carrying. The world's eui 
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ports. Then should you drop a screw or 
washer, you won't need to remove the 
n linderhead. 








smali torch will allow you to build a cable 






gr 
_ you can use the stock item. Get the cable 
length as close as possible. You don't 
want to use very much of the screw-ad- 
~ juster at the top of the Mikuni carburetor. 
_ If the adjuster is screwed out a fair dis- 
tance, then the throttle cable and adjuster 
ll foul the electrical trunk line which 
passes above the carburetor. The throttle 
cable should be no longer than necessary. 
and carefully routed. The Mikuni spring 





_ Existing fuel lines can be used; the only extra 
parts needed will be a T-junction ($1.00) and an 
extra length of gas line (8.25). — 


































































: Modi ified air cleaner panel ae closed-cell 
neoprene sheet glued into place with a liberal 
dose of silicone sealant. 











universal cable, silver solder and - 


) uses a Single-cable roller drum, 


-a file, silicone seal, and a small piece of © 
_ closed-cell neoprene sh : 


must unbolt the Mikuni at its rubber 


_ The engine started easily, settled into a 





isn’t nearly so strong as the twin Amal 
Springs. If you route the cable carelessly, 
or leave it super-long, or don’t lubricate 
it, then the Mikuni carburetor slide will 
close reluctantly. Itwon’t stick, butit won't 
close unless you roll back the throttle. 

Pull the fuel lines off the Amal carbure- 
tors. Both lines should be fed into a T- 
junction. The single lead coming out of 
the T-connector feeds directly to the Mi- 
kuni float bowl. — 

There's a simple way you can keep the 
present air cleaner—and you should, be- 
cause pleated paper elements’ provide — 
superior filtration for street motorcycles. 
Just remember that the Norton engine 
shakes a lot on its Isolastic cushions, but 
the air cleaner has a solid. mount, The. es 
carburetor must be connected to theair = => 
filter box with a soft mounting. We built 
a straightforward system with a hacksaw, - 















A quick lash- -up will : 





Mikuni will meet. Saw 
than the mouth of. 
that the Mikuni wi 
air-filter cover w 
You'll find that y: 
area between in 












ragged edges of the cut wi a 
Closed-cell neoprene sheet makes a 
good cover ang connector. It's flexible 


a E EE so that it covers all 
area on the air-box cover. 
silicone seal. On the interior of the air box 
cover, apply silicone seal liberally around 
the cut edges—just for insurance against 
any air leaks. 

Assemble the set up. It's a tight fit. You 






adapter, put the paper filter element i 
place, slide the air box cover on the 
kuni, slip the carburetor and cover in 
place, and bolt up the © 1 R 

Our Mikuni required only one” 
ment. Having set the idle, we left it alone: 












dependable 1000-rpm idle and became 
wonderfully responsive. The str 
pressure of the Amal: ‘carbu 
een rep! laced withiti 

the Mikuni. ; 
Dragstrip testing rev 
shocks. ASA ea i we had ; 
mounted a green filter sock on the Mikuni. 
After a couple of runs (13.7 and 13.8 at 
92-93 mph) we pulled off the green sock. 
The time dropped to 13.65 and the speed 
improved slightly: The best run with the 
Amals delivered 13.4 at 96 mph. Times 
did not change when we removed the air 
filter, so we concluded that the huge 
Norton air cleaner does not impede per- 
formance one bit. That convinced us to 
retain the standard cleaner ‘with the Mi- — 
kuni set-up. Rone sO eves 
Another day of experimentatio yielded = 










Guys who win 
use the best 


RED PROD 
used by the 
winners of 5 
of the 6 expert 
open road races 
in 1974 


Watch for S&W Shocks 
and Springs in 1975 


— Rebound damping - 
Controlled by Spring-Loaded Valves 


— Gradual Hydraulic Shut-Off 
prevents topping out 


— A Three Lip Upper Oil Seal 
spring loaded for wear 


— Induction Hardened chrome-plated 
piston rods 


S&W shocks & 


springs Won in ’74 


they’ li Win for 
you in °75 


ASK YOUR DEALER 
OR FOR INFORMATION WRITE 


DEPT. Z-D, BOX 767, DOWNEY, CA 
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Amals on a fourth-gear pull from an in- 
dicated 50 mph to an indicated 70 mph. 
The Mikuni is more responsive, but re- 
sponsiveness is not the same thing as 
horsepower. The Amals even took time 
out to hesitate momentarily when the 
throttle was snapped open. But once 
under way, the Amals pulled the Norton 
very smartly to 70 mph. 

A four-gear pull from an indicated 50 
to an indicated 80 mph did establish a 
margin. The single Mikuni carburetor 
would accelerate to 80 mph more quickly. 
The difference in distance amounted to 
three or four bike lengths. The gain was 
hardly overwhelming. In short, the Mikuni 
works equally as well, or slightly better, 
between 50 mph and 80 mph (3200 rpm 
and 5000 rpm). Clearly the Amals hold 
an advantage between 5000 and 7000 
rpm as shown by dragstrip testing. 

Performance-junkies will look at the 
quarter-mile performance and laugh at 
the Mikuni adaption. Norton owners who 
use their 750s and 850s on the road and 
who never tweak their engines beyond 
5000 rpm will opt for the Mikuni. There’s 
no doubt which carburetion system Cycle 
staffers prefer: the Mikuni. In every way, 
save two-tenths or so in the quarter-mile, 
the Mikuni is far better. 

Cycle pitted the Mikuni carburetor con- 
version against a fine set of Amals which 
had been put in perfect fettle. Cyc/e’s test 
mule was an 850 Norton Interstate with 
2000 miles on the clock. As noted earlier 
in the John Player Special road test (De- 
cember, 1974), Amal carburetion on cur- 
rent Nortons, as provided to Cycle Maga- 
zine, is outstanding. Though present me- 
tering is much improved on new Com- 
mandos, there’s no reason to believe the 
current batch of Amals won't develop 
woes after 5000 miles. Indeed, a couple 
of Norton owners who had far more than 
5000 miles on their bikes tried our test 
mule. They were amazed. They had never 
ridden a Norton with such accurate Amal 
carburetion, though they allowed that 
early-on, their bikes had been almost as 
good. Time and mileage, however, had 
debilitated their carburetion. 

Cycle’s best advice amounts to this: If 
you have a new Norton, and the carbure- 
tion is satisfactory, there’s no point in 
buying a Do-it Engineering manifold and 
kit. When your carburetion does get fuzzy 
and reaches an incurable stage, then the 
single-carburetor Mikuni makes sense. If 
you already own an older 750 or 850 
Norton which you plan to keep riding, the 
Do-it Engineering adaptation is a worth- 
while improvement. 

Though we built our own, the $89 shot 
now includes a throttle cable. You'll also 
find in the kit the Mikuni carburetor, rub- 
ber manifold, mounting bolts, and the 
Do-it Engineering aluminum manifold. 

To those Norton owners who are sensi- 
tive about putting a Japanese carburetor 
on a British machine, just relax. With the 
standard air cleaner, your Anglophile 
friends will only notice the modification 
with a close second look. And why would 
they look again? Easy. Your Norton will 
idle, and theirs still won't. © 
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CLEANER 


DEGREASER 


Available in 28 oz. spray gun container 
and 64 oz. refill wherever you buy auto 
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In an attempt to evaluate 
the long-distance, high- 
speed touring capabilities 
of the new Suzuki RES 
Rotary, two of them were 
dispatched from Southern 
California to Washington, 
D.C. Thirteen days later, 
after a brutal regimen of 
500-mile days, diabolical 
weather and crashes both 
‘minor and major, the bikes 
warbled home to Los Angeles, 
. each, 6500 miles. older. 
but otherwise undiminished. 
by John Ulrich 





@ Climbing New Mexico’s Continental 
Divide, 700 miles and one day after de- 
parting Los Angeles, the ambient temper- 
ature is 18 degrees and dropping and pitch 
blackness is closing in like a hallucinatory 
tunnel. Two Pillsbury doughboy-looking 
figures, swaddled in layers and layers of 
clothing but shivering just the same, ride 
side-by-side on Suzuki RES Rotaries. The 
temperature gauges are pegged on “C,” 
and the speedometers indicate 80 mph. 
Our reasons for being where we are and 
doing what we’re doing are different, yet 
the same. I’m doing it because I (andCycle 
Magazine) want to know, not if the RES 
works in the normal touring mode of 
single 250-mile days and plenty of sleep, 
but if it works in my mode, that of riding 
and riding and riding to get somewhere 
fast, to make up time, so that when I get 
where I’m going there is time to stop. 
Geoff Mazon is Suzuki’s Technical Su- 
pervisor and Rotary specialist. He is along 
because the dealers have no spares for REs 
yet, and that understandably worries Su- 
zuki. They are reluctant to let-a rider take 
off alone on one of their new motorcycles 
in early December for a ride to Washing- 
ton, D.C. and back. What if there were 
a crash, a damaged machine stranded in 
a sea of non-knowledge and distance? 
That would never do; along came Mazon. 
A lot has been invested in this trip. 
Besides Mazon and the two Rotaries, each 
bike is outfitted with over $500 worth of 
touring accessories. The plan was to use 


genuine Suzuki optional fairings and sad- 
dlebags, but-the production units were not 
available in time for our departure, the 
day after Thanksgiving. Instead the ma- 
chines were fitted with Vetter Windjam- 
mer II fairings and Triple A saddlebags, 
racks, and Scoot Boots. 

Suzuki would certainly benefit from the 
trip. Before the remaining twenty miles 
of even this first long day were over, Geoff 
Mazon discovered something the 500-mile 
days of official Suzuki test rides never 
revealed. The best time to test motorcycle 
controls is when the body is numb with 
cold and the mind ruined by fatigue. 
Under those conditions, any control you 
must think to use is a poor control. Reach 
to dim the headlight. Your effort with 
gloved-and-mittened-to-clumsiness hand 
reveals that the dimmer switch works in 
reverse of logic. It’s up for low, and down 
for high. Maybe you'll just turn off the 
lights—the on/off switch is shaped the 


same and easy to grab by mistake. A stab 


at the horn sometimes gets you the turn 





signals, a jab at the turn signals will net 


the horn, and even then you can’t hear it. 

There is time for more observations 
before Lordsburg, New Mexico. — 

With a wind chill factor that puts the 
temperature below zero, riding with heels 
on top of the engine and toes tucked in 
behind the fairing keeps feet from freezing 


_ off. Even with all the equipment tacked 
onto the bike, it’s still so stable you can 
cross your arms and steer by sticking out 
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one knee or the other into the air stream. 

The instrument panel’s idiot lights are 
nicely muted, the biggest improvement 
being the high beam indicator. Suzukis 
of a year ago had one that was a blinder. 
A fuel level warning light makes it impos- 
sible to forget you’re on reserve, but 
uphills, downhills, and hard acceleration 
affect the relationship between when it 
first winks on and when the rider must 
hit reserve. 

Lordsburg is most eab for its 
water supply, which tastes like pre-mix 
Bromo. 

By the time we’re rolling down into Las 
Cruces, New Mexico just as the sun rises 
on the second day out, my wrists have 
noticed the unusual grip angle the bike’s 
pull-back bars have. It took three quarts 
of Shell Super-X 10-20-50 oil to get us 
going, one each for the oil injection tanks, 
and one pint each for the sumps. The 
injection tank oil is fed into the 2-barrel 
Mikuni’s float bowl to lubricate the rotor 
tip seals at a ratio of 100:1, and the sump 
oil circulates inside the rotor and asso- 
ciated bearings and gears. How much 
sump oil gets past the rotor side seals 
epends upon how hard you're running 
the motorcycle, and increased sump oil 
consumption is the only immediately no- 
ticeable result of exceeding the 7000 rpm 
red line—no valves shooting through pis- 
ton crowns, no connecting rods blasting 
through crankcases, just a subtle lowering 
of oil level seen on a little metal dipstick. 
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Depending upon how often I hit the 
accelerator pump or how flagrant a speed 
law violator I choose to be, my bike will 
take me. 80-110 miles before I have to 
hit reserve. Geoff lags at times, and his 
more gentle hand yields better gas mile- 
age. When my bike takes 3.2 gallons after 
100.5 miles, his takes 3.0. A challenge 
results, and a contest is started. After 
overfilling the tanks until gasoline runs 
in sheets down onto the hot engines (it’s 
easy to do thanks to the small filler hole 
and high tank tunnel), with the bikes on 
the sidestands, we’re off. Past two CL-350s 
piled high with back packs and riders who 
wave vigorously, past Alamogordo, past 
the hot air balloon outside El Paso, past 
the Texas radar trap just beyond at an 
indicated 65, on we roll. 

At 133.2, the cough comes. A zig and 
a zag, matched with backing off to 50 
mph, gets enough gas into the carb for 
another 2.6 miles, and then it’s in with 
the clutch and coast to within 150 feet of 
the handy gas station that popped up just 
in time. With a little pushing and a mod- 
erate throttle hand, my RES can make 
136 miles burning 4.2 gallons of gas. Geoff 
remains the economy king. 

The basic motorcycle’s styling attracts 
a lot of attention from bike fans in gas 
Stations, and the accessories get much 
notice from non-motorcyclists intrigued 
by our presence in hostile weather. The 
people who talk to us are evenly divided 
between those who hate its looks, those 


who love its looks, and those who don’t 
notice anything about the bikes at all 

At first the styling seems weird, but after 
spending a lot of time on the motorcycle 
the bike’s appeal-grows on you. 

What doesn’t grow on you is the curious 
sound generated by two RESs cruising 
side by side. At an indicated 65 (about 
an actual 60 mph), the drone of the two 


Rotaries sounds like a B-29, resonating © 


and pounding until it feels like the sound 
has permeated the innermost recesses of 
your skull. It gets a little more bearable 
with elevation changes that plug hearing 
canals, but a swallow lets all that noise 
back into your consciousness. By the time 
we hit Big Spring, Texas, the trip is start- 


ing to tell on performance of tasks and _ 


comprehension of conversation. The ice- 
maker in a restaurant sounds like an RES, 
gas station pumps sound like an RES, 
Mazon sounds like an RES. A man in 


Big Spring follows us to a gas station and ` 


says, “I heard you go by on the edge of 


town, and it didn’t sound like a normal 


Suzuki. I followed you, and I was right.” 
Mazon says he likes the sound. “It re- 
minds me of World War II movies.” 


RESs will pull up anything at 3500 


rpm (the torque peak), and from our 
usual cruising speed, 65 mph indicated 
at 4000 (4200 on Geoff’s bike), acceler- 


ation in fifth is good enough for passing... 


But for real action, it takes a downshift 
or two to put the Suzuki between 5000 
and 7000 rpm. The bike is geared higher 
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than a Honda 750, but pulls as well as 
a K3 or K4 or K5 model, the de-tuned 
“tractable” versions of the popular Four. 
Gassing it up or even climbing a big hill 
at a steady pace below 4000 rpm pro- 
duces a shudder and shake that disappears 
as the revs pass the 4-grand mark. 
Getting back on the freeway after a 
night gas stop, the trip almost ends in a 
crash. Geoff has already tipped over 
once, in soft shoulder dirt back in New 
Mexico, but this is different. An unlit 
access road leads from a dim gas station 
to a short, almost invisible on-ramp 
reached by a left turn off the road. No 
reflectors mark the approach or the ramp. 
Geoff suddenly sees the ramp, gets on 
the brakes, and starts to throw his Rotary 
into a left turn. Pm on his inside and 
behind, still moving at about 50 mph. 
Looking down to adjust a glove when 
Geoff slows, I look up to find him ten 
feet or so away and almost stopped. A 
screech from my front tire warns him and 
he pulls right as I pull left and sail past. 
A problem lies in the brake light ac- 
tivation systems of our RE5s. The elec- 
trical clips on the rear brake light switch 
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The hot set-up, in these days of 


sluggardly speed limits, is to fall in 


leads must be crimped very tightly, or else 
when the rider moves his foot back on 
the right peg for a change of position, his 
heel will disconnect the leads. The rear 
brake switch then will not light the brake 
light. That leaves the front brake switch, 
which is pressure-activated. With dual 
discs, the amount of pressure needed to 
light the brake light corresponds to the 
amount of pressure needed to lock the 
front wheel at an indicated 65 mph. Since 
the clips on Geoff’s bike had not been 
tightly crimped, they were no longer con- 
nected. Since he did not lock the front 
wheel when he slowed, the front brake 
switch did not activate the brake light. 
Since the brake light did not come on, 
I didn’t notice his slowing when not look- 
ing directly at him. Inspection revealed 
that my bike’s rear brake switch connec- 
tors were also loose. 

Weatherford, Texas was the end of the 
788-mile day. A candidate for the world’s 
dumbest woman gave Geoff the key to 
an occupied motel room. The couple in- 
side didn’t think the desk clerk’s error was 
very funny when Geoff opened the door 
and switched on the light. 


behind a truck with Citizen Band radio 
antennas and cruise right along. We’d be 
running at 75 or 80 with a semi when 
suddenly he’d slow to an indicated 65. 
We'd slow too, and a radar trap would 
mysteriously appear. We’d roll on through, 


never busted, and gas it up with the 
truck just beyond the radar’s reach. 
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Late to bed and early to rise makes the 
miles fall like flies, but the routine also 
gets rather wearisome. When your knife 
and fork don’t work right at breakfast, it’s 
time to start cooling it. 

After a fast blast into Dallas, my bike 
takes another quart of oil in the injection 
tank, but no sump oil. Geoff’s takes a 
quart of injection oil and a pint of sump 
oil. The weather is still clear, but very cold. 
Its warmer on the bikes, with the warm 
air blast directed up from the engine by 
the shape of the fairing, than it is standing 
around at a halt. 

Rusty train tracks cross a Louisiana 
freeway going nowhere, leading to nothing 
but a tangle of underbrush in the green 
forest walls bordering the Interstate. 

It’s amazing how people invest money 
in building on Mississippi River flood 
plains only to be regularly washed away. 
It’s like subdividing fault zones in Cali- 
fornia—pick your poison right along with 
your geography. 

The third night, dropping down out of 
the hilly blackness over the last ridge into 
the glow of Meridian after 605 miles, we 
encountered the worst road still labeled 
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“Interstate.” The speed limit is 25 mph, 
and even that feels too fast to tired arms 
and aching backs. 

Riding north out of the overcast of 
Atlanta, we're treated to clear skies and 
the sight of the orange moon rising up 
out of another cloud bank in the distance. 
An amazing thing about leaving the Los 
Angeles basin is the discovery that the sky 
in other places has more than just the Big 
Dipper and a few planets floating around 
in it. Not only that, but other states build 
rest areas without rest rooms. 

We meet a Southern Carolina gentleman 
and lady in a little restaurant 100 miles 
south of Greenville. Watching us peel off 
six layers of outside clothing, goose-down 
expedition pants and snowmobile suits, 
the man smiles broadly. “I almost woke 
my wife up when you passed us back a 
ways to tell her how sorry I felt for you 
out in the cold. I won’t feel sorry for you 
anymore.” We talk of shopping in Atlanta 
and flying airplanes, which is closer to 
riding a motorcycle than driving a white 
station wagon. They lived in Greenville, 
and soon would be on their way. 

We walk into the Greenville Holiday 
Inn two hours later, 506 miles gone by 
in the day, bow-legged and wide-armed 
with cold weather gear. The desk clerk 
takes one look and asks, “Where have you 
fellows been?” 

“Riding motorcycles.” 

Going.to start the bikes the next morn- 
ing, I find my bike’s choke already on. 
I evidently forgot to turn it off after start- 
ing up leaving dinner the night before, 
riding 100 miles with it on. You can’t tell 
the difference when you're running. 

The sun comes up while we ride into 
Charlotte, but it is too cold to enjoy the 
sight of the first rays breaking through the 
thickets and forest to the east. A Dutch 
restaurant where we eat features “scrap- 
ple”—liver mush. No thanks. Newsstand 
papers screech “35,000 Stranded!” A bliz- 
zard is attacking, but not here. 

A Charlotte gas station/auto parts store 
is also a motorcycle dealer, its entire stock 
being two H2s, one Kawasaki 125 enduro, 
and an Indian 125 enduro with the largest 
tail light lve ever seen. The dude running 
the joint doesn’t notice our mounts. 

Closing on D.C., we ride on a glittering 
Interstate built with the new technique of 
mixing crushed glass bottles with the as- 
phalt as filler. In the sun’s falling rays, 
the road ahead sparkles and the road 
behind winks goodbye in our rear view 
mirrors. 

The people drive crazier as they, and 
we, draw closer to the capitol. Some states 
have signs “Drive friendly.” but here it 
seems worse than the Los Angeles of 
memory, people passing us, cutting into 
our lane, and promptly slowing down; 
people speeding up when we try to pass 
them: people stopping in traffic while they 
decide which interchange to take. As night 
falls and we’re in the midst of rush hour 
traffic, it’s hard for me to spot Geoff in 
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my mirrors. 

Twenty miles outside Washington, a 
clown in a Dodge almost wastes me. | pull 
out of the middle of three lanes to pass 
a slow car, notice the automobile that 
seemed so far behind in the lane I just 
took is closing rapidly, see the flicka-flicka 
of high beams, move, almost pick up and 
throw my motorcycle back over into the 
lane I started from, as fast as it can be 
done, and am a few inches inside the lane 
markers when this idiot blows by around 
35 mph faster than my indicated 65. 

“I don’ t think you realize how close you 
came,” Geoff yells at the next gas stop. 

“What could I have done? There was 
nothing I could do.” 

D.C. in the morning, the sixth morning, 
is a drag. I dice with a cab driver who 
wants to pass me really bad, on clogged 
Connecticut Avenue, one who doesn’t care 
that there is no place to go, that traffic 
is just as clogged ahead of me. He just 
wants to pass me, but he can’t. 

After a day of finding out that the MIC 
is very busy, that my congressman, who 
founded the D.O.T. and is retiring after 
32 years in Washington, is really just a 
bald old fat man with dandruff, that if 
a consumer with a problem has as much 
trouble finding help as I did finding 
someone to talk to about consumer prob- 
lems. then God help him, after being 
turned down by a Georgetown honey w ho 
made my mouth water but who hated 
motorcycles, the poor Suzuki demanded 
reserve at only 68 miles reading on the 
odometer, and took a whole pint of sump 
oil too. (We hadn’t, however, checked the 
sump oil level since Charlotte, about 400 
miles away.) Georgia started looking 
mighty good. 

Geoff didn’t ride into D.C., instead 
replacing the chain and washing his mo- 
torcycle. Not having brought an endless 
chain breaker/pinner, he had to remove 
the swing arm (which meant he had to 
pull both pipes), to do the job. 

The 25¢ car wash he used afterwards 
took some paint off his tank, but there 
was a warning sign: “Not responsible for 
damage done to finish surface if used in 
freezing weather.” 

We catch a truck and head south after 
one day in the D.C. area. The hot-set up, 
in these days of sluggardly speed limits, 
is to fall in behind a truck equipped with 
Citizen Band radio antennas, hopefully a 
very fast truck, and cruise right along. We 
do that often, like pilot fish following a 
whale, and never get caught. We'd be 
running at 75 or 80 with a semi when 
suddenly he’d slow down to an indicated 
65. We'd slow, too, and a radar trap would 
miraculously appear. We'd roll on 
through, never busted, and gas it up with 
the truck just beyond the radar’s reach. 
It worked six times in the south alone, 
and not one ticket marred the entire trip. 

The Hillside Cafe in South Hill, North 
Carolina, set in the midst of woods punc- 
tuated with tobacco fields and curing 


sheds, didn’t look like an A-1 eatery. But 
we were very hungry, mid-way through 
our first day away from D.C., and the 
special was spaghetti. It was served on 
paper plates, but in spite of that was the 
best spaghetti we'd ever tasted. 

Looking for something to do after 
lunch, Geoff calls a herd of cows. Here’s 
a guy who studied engineering and got 
“A”s in college calculus classes, knows 
the RES inside and out, is wearing 
enough stuff to do a good impersonation 
of a space man with both a Bell Star 120 
and goggles.on his head, calling a herd 
of twenty cows. They come, along with 
two mules and a rooster, to see the strange 
creature hanging over their North Caro- 
lina fence. Geoff Mazon is the finest 
crypto-bovine I’ve ever heard. 

Besides calling cows, Geoff lubes our 
chains with chain spray every gas stop, 
and says of the chain he has already had 
to replace, “I should have known better 
than to trust the automatic chain oiler.” 

Uphill, and downhill, through Spotsyl- 
vania County in Virginia, passing on the 
uphills, being g passed « on the downhills, we 
hold at 65—there aren’t any trucks handy 
to grab. The red clay of Georgia starts 
in Virginia and extends all the way to 
Louisiana the way we're going, but we 
don’t get out of North Carolina before 
we find ourselves in the company of Gary. 

Gary is living the American Dream, and 
a few others as well. in a small town 
outside Winston-Salem, North Carolina. 
The county is dry and rumor has it the 
locals paint red crosses on the the doors 
of known “liquor criminals,” but Gary’s 
door is still walnut-colored. He and his 
lovely wife fill us with Pina Coladas. Rum 
Toddies, and a devastating liqueur called 
Fior De Alpa, along with black coffee, 
stuffed mushrooms, strudel, and tales of 
Gary’s various careers as a German- 
championship sidecar monkey, an NSU 
GP racer, a car racer, Lola distributor for 
the eastern United States, mechanic to 
famous stock car drivers, commercial 
pilot, ski instructor, stone mason, market 
analyst. marble mason, engineer, carpen- 
ter, businessman, architect, and Adkin- 
ville’s answer to Giacomo Agostini. He 
goes on to list the advantages of living 
where he does. including the lack of slums 
or racial problems in North Carolina, and 
the presence of his fantastic and beautiful 
split-level home set among a continuing 
backyard forest. It is indeed a fine house, 
bigger than any Geoff or I have ever lived 
In, ‘and the talk makes for an interesting 
evening. 

The trip has become all-consuming by 
now, and it feels unnatural to not be 
moving. In spite of all Gary’s kind invita- 
tions to stay, we must not. It makes us 
nervous not to roll, and it seems the only 
time I can think of clever things to write 
in my notebook is when the two Rotaries 
are humming in and out of phase with 
each other. 

Just through South Carolina, Geoff sees 
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me grabbing great handfuls of front brake, 
trying to determine if I can make the 
brake light come on before locking the 
front wheel. I can’t, but he thinks I’m just 
screwing around. He pulls up, skids his 
front tire four feet with his headlight bob- 
bing up and down furiously on the ripples 
in the road, and scares me good. 

A great black cloud bank rears up as 
we streak for Atlanta. Geoff, riding along 
in night’s black boredom using his “cruise 
control,” a small u-shaped wedge fash- 
ioned out of thin wood to lock the throttle 
where we set it, conducts an imaginary 
orchestra with wild gestures of both arms, 
nodding and waving his head. Moments 
later he drops back, then blasts by 15 
mph faster than I, standing with his left 
foot on the seat, his hands on the bars, 
and his right foot trailing gracefully in the 
wind. He looks an apparition, dressed as 
perhaps we all will when we finally turn 
our world inhospitable. | pound on my 
gas tank in ume. 

The rain we’ve outwitted so long comes 
with the hours we sleep in Atlanta. The 
slower we go in the morning the wetter 
we get, So we go as fast as usual. The twin 
discs don’t work as well when wet, groan- 
ing and moaning under hard pressure, 
finally halting forward motion in almost 
time-delay action. Now wearing rain gear 
over all the cold weather stuff, the layers 
reach eight, and taking a leak is a major 
operation. 

Little oceans form in depressions in the 
fairings, and the windscreen flunks the 
in-traffic passing visibility test. It needs 
either to be shorter so the rider can see 
over it, or else equipped with a wiper. 

Gypsies in Alabama walk in the rain, 
children balanced on hips, wearing gold 
lamé high heels and sloshing through 
puddles with raucous laughter. 

One of the most endearing qualities of 
the Rotary is its ability to produce explo- 
sive backfires upon command. A great 
boredom-fighter, all it takes is to roll off 
the gas, hit the kill switch and coast for 
a hundred’ feet or so, and then flip the 
kill switch -back to “On.” A loud “bang” 
results, accompanied, at night, by 18-inch 
blue flames spitting out of each pipe. As 
we work our way through Alabama, Mis- 
sissippi, and Louisiana, often on two-lane 
roads in areas where the Interstate is not 
completed, it is great fun to stampede 
herds of cattle, horses, mules, dogs, and 
small boys, not to mention state highway 
workers and cops writing tickets, with 
well-placed explosions. At first Geoff is 
hesitant, worried about damaging the 
rotor side seals, but as I backfire my way 
across the countryside with no apparent 
ill affects, he eventually starts joining in 
for occasional blasts. The ones fired off 
under overpasses are the loudest. 

Before the rain stops Geoff has learned 
that Suzuki snowmobile boots are not 
quite waterproof, and, once wet, will not 
dry out on the road. My treated leather 
engineer boots are more waterproof, but 
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then the Suzuki’s engine makes an ex- 
cellent splash guard. 

Geoff changes the chain on my bike in 
front of a Vicksburg Union battery, then 
proceeds to fall off his scooter by parking 
it on the side stand on a downhill in 
neutral, and starting to get off. It’s his third 
topple—he had earlier tried to spray me 
with mud in Alabama on a freeway 
shoulder, got crossed up, highsided, and 
ended upside down in a ditch. 

My sidestand is bent, and we start filling 
the gas tanks with the bikes on their cen- 
terstands at gas stations. It takes two of 
us to put one up on the stand. 

The trip has peaked long ago and now 
rushes headlong towards home. A tail light 
bulb goes out on Geoff’s bike outside 
Tyler, Texas. By Weatherford he finds his 
swing arm bolt hanging out four inches 
on the right side—the nut fell off. Before 
Midland, my speedometer drive leaves the 
world of the living. At the Suzuki shop 
in that city Geoff replaces the missing 
swing arm nut with a smaller Suzuki’s axle 
nut, and I fall over in the parking lot 
before an audience, helpless. It takes a 
couple of strong men to right a fallen RE 
with all the equipment we've got on. 

Climbing through the night up towards 
the Continental Divide again, leaving Las 
Cruces behind, the snow races in towards 
our headlights like millions of tracer bul- 
lets. Thinking the hot set-up is to get into 
Arizona instead of becoming snowbound 
in New Mexico, we press on. A sudden 
strange twitch of the rear end has me 
backed off in a rush. but Geoff motors 
right on by. The Suzuki RES Travelling 


Road Show halts suddenly with Geoff 


crashing on an icy bridge and sliding, 
sliding, sliding. On the brakes ever so 
gently, I get down to around 40 mph 
before the sickening. slow oscillations that 
worsen with each attempted correction 
end in my own sideways slide, a slide that 
goes on and on with the bike pulling me 
along by my left leg. I put my right foot 
up on the seat, push hard to release my 
leg, leave the bike, accelerate into the fast 
lane, pass the motorcycle, and stop in time 
to observe several diesel trucks bearing 
down. Slipping and sliding over to the 
bridge railing, I grab the guard rail and 
start to jump, halting when I can see that 
the» trucks have changed lanes and will 
not jack-knife trying to stop on the ice. 
They wail by, followed by a few cars. 
Finally lighting flares he can’t find the 
strikers for. with gasoline and matches as 
I wave a feeble flashlight at on-rushing 
traffic, Geoff places them down the road 
a bit. Car drivers, ever level-headed, wait 
until on the ice to try and slow down, with 
sideways results and miraculous saves. We 
drag the bikes out of the roadway, start 
them, and ride the 20 miles into Demming 
at a slow pace, feet acting as outriggers 
across slimy patches, flashing turn signals 
left-right-left until our left thumbs ache 
and the horn has been accidentally blown 
(Continued on page 104) 
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® Motorcyclists share with humanity at 
large a tendency to know a lot of things 
that aren’t so. This certainly is true of 
matters involving technology, and not 
entirely because H. L. Mencken was right 
when he accused Americans of having 
an ‘‘appetite for bogus revelation.” Mostly 
it simply is that people find it easier to 
embrace myth’s pliant generalities than 
to grapple with the chill, complex certi- 
tudes of physical law. It is all a part of 
the preponderant side of human nature 
that gives amulets a broader appeal than 
slide rules and makes religion more pop- 
ular than science. 

But while mythology is easy, may have 
merit as an entertainment and has be- 
come the lode star of politics, its influence 
in motorcycling is pernicious. A rider may 
believe with all his heart and soul that 
there is a kind of oil he’ll never have to 
change; his bike’s engine knows better, 
and eventually will register its protest in 
unmistakable fashion. So at risk of of- 
fending many readers (especially the Old 
Timers, who may have devoted decades 
to the learning of non-facts) we shall 
dissect a few samples taken from the 
large body of motorcycle mythology. This 
unquestionably is much like performing 
an autopsy on somebody’s Teddy Bear 
in terms of what it will do for Cycle’s 
popularity rating in some quarters, but we 
view the proceeding as a necessity. 

One tenet to which Old Timers cling 
with fanatic resolve is the quaint notion 
that long-stroke, narrow-bore engines 
always produce more torque from a given 
displacement than those of more modern 
basic dimensions. They’re wrong, as an 
examination of the facts will show. The 
truth is that torque is almost exclusively 
a function of combustion gas pressure, 
piston area and stroke, and however you 
juggle the bore/stroke ratio it all works 


VA 


l= 





MARCH 1975 


out to the same answer in pounds-feet. 
To expect otherwise is to think that a 
gallon of gasoline is more potent as a fuel 
in a tall, narrow container than in one that 
is broad and squat. 

The long-stroke-equals-torque myth is 
the result of confusing the obvious with 
genuine cause. The most obvious char- 
acteristic of a long-stroke engine is its 
long stroke, and people focus their atten- 
tion on that aspect to the exclusion, and 
confusion, of everything else. They ignore 
the flywheel effect that comes with the 
long-stroke engine’s large-diameter 
crankshaft, and enhances its low-speed 
slogging capabilities. Also ignored is the 
limit placed upon crank speed by the 
longer stroke, and for various compli- 
cated reasons a slow-running engine 
always tends to have a broader power 
range than a high-winder. This last is most 
particularly true of two-stroke engines. 
And in four-stroke engines the best means 
of getting a broad range of power is to 
use relatively small valves and port diam- 
eters, which the long-stroke, narrow-bore 
engine is going to have as a consequence 
of its basic configuration. Give the short- 
stroke engine the same valves, valve tim- 
ing and porting and it will exhibit exactly 
those characteristics the Old Timers as- 
sociate with their beloved long-stroke 
singles. One of the best low-speed slog- 
gers ever devised by man was the English 
Ford 105E engine, which ha (if memory 
serves correctly) an 81mm bore and a 
48mm stroke. 

Another myth, and one widely believed, 
is that motorcycle manufacturers are so 
stupid they always make ports and carbu- 
retors too small, and that the enlarging 
of those items always has a beneficial 
effect on engine performance. Again, the 
myth is very wrong. Manufacturers some- 
times provide ports that don’t flow air very 
well, but when that happens it is because 
the ports’ shape has been altered from 
the optimum in the interest of making the 
cylinder head easier to cast. Seldom is 
there any shortcoming in terms of sheer 
port diameter, and one of the quickest 
ways to ruin an engine's ability to make 
power is to reach inside its ports with a 
rotary file and carve away a lot of metal. 
People like Jerry Branch can, using a 
flow-test rig and backed by a lot of expe- 
rience, work subtle changes in port and 
valve-head shape to good effect; it’s not 
the sort of thing amateurs should attempt. 

As an aside, apropos of the bigger-is- 
better myth about port size, we might 
mention that the trend of development in 
four-stroke racing engines has been to- 
ward smaller valves and ports. The late 
Harry Ricardo, who was right about nearly 
everything else, wrote that maximum per- 
formance required that the mean gas 
velocity in the intake port be held below 
210 feet per second, with a maximum of 


around 250 ft/sec at the intake valve seat 
area. Years later Jack Williams (Peter 
Williams’ father) found in developing the 
AJS 7R engine that the save velocity at 
the intake valve represented the optimum, 
but that gas flow in the port should be 
320 ft/sec. And more recently racing 
engines have had their intake port diame- 
ters restricted to provide flow velocities 
of up to 400 ft/sec. These higher gas 
speeds also are employed on engines’ 
exhausts, and it all seems intended to 
create strong inertia effects to work in 
concert with today’s extended valve tim- 
ings. In any case, it’s something to think 
about the next time you feel the urge to 
“improve” your bike’s ports. 

A myth that is especially infuriating be- 
cause it is being perpetuated by those 
who are supposed to be experts in the 
field of motorcycling—various scribes 
writing for the bike books—is the one 
about making rear suspensions stiffer or 
softer by cranking different settings into 
the shocks’ lower spring collars. It just 
isn’t so: a coil spring’s stiffness is fixed 
by wire diameter and length; it’s effec- 
tively a torsion bar wound around in a 
spiral. And if a spring has a wire diameter 
and length that give it a 90-pounds/inch 
compression resistance, then it will com- 
press an inch for each 90-pound load 
increment all the way from full extension 
until its coils have bottomed. Progres- 
sively-wound springs have coil helix 
angles that vary, making some coils bot- 
tom before others,. which changes the 
effective spring length and thus its com- 
pression resistance. Progressive rate 
springs typically have a resistance of per- 
haps 60 to 70 pounds in their first inch 
of compression, and this will rise to 90 
or 100 pounds as the close-wound coils 
bottom. But even here there will be no 
change in ride stiffness produced by ad- 
justing the lower spring collar. All you 
change by rotating that notched cam ring 
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is the motorcycle’s ride-height, and its 
single purpose is to allow some compen- 
sation for differences in laden weight. 
That is to say, when you’re riding two-up 
the lower spring collar should be cranked 
up to a higher position than you’d use 
travelling solo to prevent the rear sus- 
pension from bottoming. 

There is another use for the rear sus- 
pension’s ride-height adjustment: you 
can, as we often do with test bikes, crank 
the spring collars up to their highest posi- 
tion to get a bit more cornering clearance. 
Bikes sag on their suspensions when 
they're being ridden hard around curves, 
even if the turns are flat, and many ot 
them need all the help they can get in 
keeping their exhaust pipes, side stands 
and assorted other hardware from drag- 
ging against the pavement. Increasing the 
spring pre-load does help, even though 
it may create some problems with ride 
harshness—which arises not because the 
springs are made stiffer by the adjustment 
but, rather, as a result of rear suspension 
topping. If you crank so much pre-load 
into the suspension that your weight won't 
move the rear shocks down from their 
extension stops, then much of the time 
you'll be sitting over what amounts to rigid 
struts. Our experience suggests that the 
spring pre-load should be set so the 
weight being carried by the bike com- 
presses the rear suspension about an 
inch down from full extension, that being 
the static setting. 

The Mother Lode of motorcycle mythol- 
ogy is in what many riders believe about 
tuneup procedures, which often is 
seriously at odds with the advice con- 
tained in their bike’s manual. A conspic- 
uously insidious example is the belief that 
an engine will deliver more power if its 
ignition timing is advanced a few degrees 
from the stock figure. It won't. Some en- 
gines are more sensitive to ignition timing 
than others, but all have an optimum and 
it rarely is anything other than what the 
maker recommends. Such differences as 
may be found are the result of variations 
in production tolerances, which can give 
slightly higher than nominal compression 
ratios in some engines and slightly lower 
in others. A really sharp tuner, one who 





can read spark plugs like most of us go 
through the label on a beer bottle, may 
nudge an engine’s spark timing ahead, 
or back, ever so slightly; he won’t make 
major changes unless there have been 
major changes in the rest of the engine. 
The shade-tree mechanic should simply 
do what the manual says and leave my- 
thology to the half-mad students of an- 
cient Greek culture. 

Myth also has it that cold heat-range 
spark plugs are a cure for detonation in 
an engine. This isn't true, either, for the 
combustion process irregularities re- 
sponsible for detonation operate abso- 
lutely independent of plug heat range. 
The whole thing is a matter of compres- 
sion ratio, ignition timing and air/fuel 
mixture, and if a detonation-producing 
combination of those factors is present 
then you can expect to get a lot of pinging 
from an engine irrespective of the spark 
plugs used to light the fire. 

It is ironic, but the cold-plug myth actu- 
ally is responsible for increasing the in- 





cidence of detonation in engines used for 
sporting events. People think they should 
be running very cold spark plugs to pre- 
vent pinging, so they do, and then be- 
cause the plugs are too cold te burn 
clean, riders will go to smaller jets in their 
bikes’ carburetors, leaning the mixture 
strength in an attempt to cure plug foul- 
ing. The too-lean mixtures then bring 
about the detonation the cold plugs are 
supposed to prevent. 

Too-cold plugs also are mostly respon- 
sible for a myth about fuel/oil mix ratios 
for two-stroke engines. Tuners who 
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should know better will use plugs at least 
a couple of heat ranges too cold, and then 
run very nearly straight gasoline through 
their engine—swearing mightily to anyone 
who asks that horsepower goes up as the 
percentage of oil in fuel is reduced. 
They're putting two and two together and 
coming up with five. They should be trying 
to find the hottest plug that won't blister 
in their engine, and then pour in as much 
oil as the ignition system can handle. 
There never has been a collection of 
moving parts that would do its job better 
as the lubrication of parts became worse. 
Yet, people who never would consider 
running a four-stroke engine on a pint of 
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oil in a four-quart sump will expect a 
two-stroke to like a 20:1 fuel/oil ratio 
better than 16:1—and be overjoyed when 
fed a miserly 32:1 mix. 

While on the subject of two-stroke en- 
gines we may as well deal with the myth, 
which really is a matter of current fashion, 
about reed valves being the answer to 
everything. McCulloch practically in- 
vented reed-valved two-strokes, and that 
firm’s engineers are quick to admit that 
those fluttering reeds have problems of 
their own—and are only one answer to 
the overall problem of valving mixture into 
a crankcase. Reed valves generally give 
a broader range of power and create 
fewer carburetion problems than piston- 
controlled intake porting; they can’t equal 
the sheer peak horsepower of the latter, 
and they are clearly inferior to rotary-disc 
intake valves in all respects except cost. 

As a matter of fact, motorcycle technol- 
ogy does not hold any ‘‘answers to every- 
thing,” and notions to the contrary are 
entirely mythical. There aren't, for in- 
stance, any genuine Speed Secrets. Any- 
one who has done much engine modifying 
in conjunction with dynamometer testing 
will know that you get 70 bhp out of a 
60-horse engine not in one fell swoop but 
in tiny dribbles. The day you find one 
change that’s worth more than a couple 
of horsepower is an occasion for great 
rejoicing, because most of the increases 
are fractional and you just hope—while 
working along—that all the fractions 
added together will total something worth 
all the hours invested. 

A whole category of hardware under 
the heading of ‘‘Trick Stuff’ is mostly myth 
rendered in metal. Like forged pistons, 
which are believed by nearly everyone to 
be really terrific items, and usually aren't. 
It’s not that there's anything inherently 
wrong with the forged-piston concept, but 
practical considerations do make the re- 
ality less than perfect. The foremost 
practical consideration is the matter of 
piston alloys. A good alloy, in this context, 
is one that retains its strength under the 
extremes of temperature and pressure— 
and how do you forge a material like that? 
The answer is that you don't, at least not 


in the single operation that forms the 
blank from which most of this country’s 
“racing” pistons are machined. Malleable 
aluminum alloys forge beautifully; they're 
justthe wrong material to have in a piston. 
Alloys containing relatively high percent- 
ages of silicon are better in this applica- 
tion, but are very difficult (and thus ex- 
pensive) to hammer into something re- 
sembling a piston. 

Aluminum is assumed always to be 
lighter than steel, in any application, and 
that too is a myth. If you're looking for 
a structure that won’t break and aren't 
concerned about it flexing around a lot 
then aluminum may be the answer. But 
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if rigidity is a requirement aluminum be- 
comes a shaky choice, because while 
size for size it has a third the weight of 
steel, it also is only one-third as strong. 
And after that you can get into things like 
aluminum’'s strength at elevated temper- 
atures (poor) and you go from that to 
considerations of fatigue resistance and 
sensitivity to cracking where there are 
abrupt changes in section. Put it all to- 
gether and you come to the engineer's 
conclusion that aluminum, like vermouth, 
is a fine thing in its place but is by no 
means technology's water of life. 
Somewhere out there in the world there 
still are people who believe that aviation 
gasoline has magical properties, and will 
stimulate an engine to the extremes of 
exertion. Do we have to tell you it’s a 
myth? Some av-gas is pretty high-octane 
stuff, and that’s wonderful in an engine 
with superchargers hanging all over it; it 
simply does no good in a motorcycle 
engine, and may even depress power 
(Continued) 
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The world’s best known “YUASA” is the 
finest battery known for performance 
and dependability throughout the world. 
Also introducing the NGK spark plug; 
the highly conductive ‘’heart of copper” 
plug delivers maximum performance 
-under all conditions. Fits most cycles. 


Florida Cycle Supply 


P. O. Box 5245, Jacksonville, Florida 32207 
(904) 733-3363 
See Your Local Dealer 
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output slightly. High octane fuels are re- 
luctant to burn, which makes them resist 
detonation, and that’s all that may be said 
for them. If your bike’s engine will run, 
detonation-free, on 80-octane gasoline, 
then it won’t run a bit better on higher 
octane-rated fuel and might require a 
touch more spark advance to run as well. 
Harley-Davidson’s old side-valve KRs, 
which had very low compression ratios 
(as a result of being designed for good 
air flow between valve pockets and 
bores), would make more power on regu- 
lar-grade fuel than high-test, as flame 
propagation across the extremely wide 
conbustion chamber was more rapid and 
even using low-octane gasoline. At the 
opposite end of the spectrum, Honda’s 
20,000 rpm GP racing engines ran on 
regular because high-octane gas 
wouldn't burn fast enough to keep pace 
with what the pistons were doing. 

We've heard said, dozens of times, the 
fateful words, “fast break-in, fast bike.” 
If scuffed pistons will make an engine 
work better, then that old wheeze is true; 
the odds are heavily against it. You should 
use short bursts of full throttle to seat the 
rings in a new engine, but otherwise it's 
essential that you take it easy and give 
all those moving parts a chance to be- 
come friends. Most of the bearings won’t 
care much, one way or the other, but cam 
lobes and followers need time for a little 
mutual polishing, as do any points of 
sliding contact. Still, it’s the pistons that 
benefit most from gentle break-in proce- 
dures, because they literally shape them- 
selves to fit the bores during the break-in 
period. So you start out slowly and ride 
a little harder each day until the break-in 
period is complete. 

People who have the consideration and 
restraint to gentle an engine through its 
early days are, unfortunately, also the 
ones who will devote long minutes to a 
warm-up before they ride away—which is 
a Good Thing according to myth, anda 
poor practice in reality. Much of the wear 
in an engine is caused by acids formed 
in the combustion process attacking all 
the interior surfaces. The acids remain 
mostly vaporized once an engine is up 
to operating temperature, and pass out 
the exhaust port without doing much 
harm. But during warm-up, after starting 
from cold, the cylinder walls are cool 
enough to condense the vapors, and the 
acid etches at bores and works its way 
down to contaminate the oil in the sump. 
So the thing to do is ride away immedi- 
ately after the engine starts, taking it easy 
until the oil is warm enough to circulate 
properly and the pistons expanded by 
heating to fit their bores. 

Two truly remarkable myths have grown 
around the occasional need to stop a 
motorcycle really fast: one is that the best 
way to avoid a disaster is flop the bike 
down on its side and abandon ship; the 
other says you have to be careful with 
a bike’s front brake because using it too 
hard will pitch the whole machine up and 
over. Wrong, wrong, WRONG! Taking last 
things first, it is a fact that today’s disc 
brakes are powerful enough to lock a 
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a great name 
to have 
behind you 


From one of the world’s leading 
glass fibre manufacturers comes 
a whole new look in motorcycle 
luggage, with modern and 
functional design by Europe’s 
foremost stylists. 

Travelcase and saddlebag are 
made of hot compression 
moulded glass fibre for strength, 
with a smooth interior finish and 
a noticeable lack of the pungent 
resin smell often associated 
with other glass fibre cases. 

The travel case fits most 
luggage racks; the saddlebag 
has special fittings for your bike 
and is quickly detachable and 
easily carried by the flush fitting 
handle. 


BY HAGITY REMP OF LONDON 





For full information send 
your name and address, or call 
Hagity Remp Ltd., Permali Inc. 
P.O. Box 718, Mount Pleasant 
Pa. 15666 
Tel: (412) 547 4581 
Telex: 864458 
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motorcycle’s front wheel—and if it stays 
locked very long you'll be on your ear. 
But the fall will happen because the 
locked wheel skids sideways and lets the 
bike fall; there won’t be any up-and-over 
while the laws of physics are still in force. 
If you have any doubts on this point, block 
your bike’s front wheel with something 
solid and try to pull the whole machine 
over, pivoting on its front axle, with a rope 
tied at the center of gravity—which will 
be a point near the spark plugs in most 
instances. The pull required will exceed 
the total weight of the bike, and that 
means the tire will surely skid before 
there’s any chance of doing a nose-stand. 
We’ve seen people do front-wheel wheel- 
ies on kids’ motorcycles, as a stunt, but 
they have to use a lot of up-and-down 
body-english to make it happen. 

Coincidentally, the people who've 
learned to do those nose-stand wheelies 
are the younger, mad-cap racers—and 
even they aren't foolish enough to “lay 
it down and abandon ship” while their 
bike’s brakes are still working. Any road 
racer who has fallen off (i.e. any road 
racer) will tell you that once bike and rider 
are both flat-side down on the pavement 
they slide a long, long way before stop- 
ping. Longer, by several orders of magni- 
tude, than the stopping distance of a bike 
and rider still upright and using the 
brakes. The whole business of deliber- 
ately pitching the bike away makes good 
conversation when it’s just an amiable lie; 
do it for real and you.may not be talking 
to anybody about anything ever again. 

Really ratty-sounding engines also are 
conversation pieces if their exteriors glis- 
ten and have tricky looking bits dangling 
here and there. Everyone will assume that 
such engines are real brutes, straining 
at the leash and ready for the race track. 
More mythology. The most strung-out rac- 
ing engine we've had in our grubby 
clutches this year is a _ short-stroke 
“Imola” unit from Ducati, with desmo 
valve gear and 42mm carburetors and a 
power peak at 10,200 rpm. This engine 
starts easily and idles quite stead- 
ily—albeit with a slightly manic, chuffing 
beat. You find the same kind of steadiness 
and tractability in all the really strong- 
running fuel dragsters. Engines, however 
radical, don’t sound ratty unless they 
really are ratty. 

There are other myths, enough to keep 
us going forever because new myths 
always spring up faster than old ones can 
be strangled and laid to rest. None can 
take exposure to the harsh light of logic 
and physical law. None, that is, except 
the myths about motorcycles like the Vin- 
cent, which some Old Timers swear have 
passed from the scene because they were 
too good, or too fast for a world chock 
full of craven cowards. Those myths are 
harmless, though sometimes almost un- 
bearably tiresome in the endlessly- 
repeated telling. It’s the current myths that 
cause trouble and cost money. They also 
inflame the instincts of natural-born trou- 
blemakers, people who go around pulling 
the stuffing right out of other people’s 
Teddy Bears. © 











maa n 


KNOW YOUR BIKE 
inside and out 


Know how to tune it.. . to fix it... . to rebuild 
it yourself. The TOTAL SERVICE MANUAL for 
your bike will show you how to do everything 
from a minor adjustment to a major overhaul. 


TOTAL SERVICE MANUALS are digests of of- 
ficial factory workshop manua als. Each one is care- 
fully rewritten for use by the do-it-yourself bike 
owner. Clear and easy to follow, yet complete and 
detailed enough even for professional use. You get 
all the important information plus hundreds of the 
best pictures, diagrams, and specification tables. 


TOTAL SERVICE MANUALS 


9840 AJS & MATCHLESS singles—57-66 
9841 AJS & MATCHLESS twins—55-65 
0534 BMW all 500, 650, 750 models—55-73 
BRIDGESTONE inc 50, 60, 90 & 175 models .... 
BSA Bantam—all models from 1968 on $5.95 
BSA 250, 350, 500, 650 A, B, C models—to 68 . .$4. a 
BSA 650 unit twin models—all to 72 $6.51 
BULTACO, all 125-250cc models 
CZ—all 125, 250, 400cc models—69-74 
re PENTON with Sachs 100, 125cc eng— 
-74 


HARLEY- DAVIDSON 1 AAT models—47-72 ... 
HARLEY-DAVIDSON 2-cyl—all models—55-72 ...$i 
HODAKA—90 & 100cc models—64-72 
HONDA 50-90cc all inc Mini & trail—63-71 
HONDA 1-cylinder—100-250cc—70-72 
HONDA 2 cylinder—125-360cc—64-74 
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KAWASAKI 1-cyl—all 90-350cc—66-74 
KAWASAKI 2-cyl—250 & 350cc—66-71 
KAWASAKI 3-cyl—350, 500, 750cc—69-74 
KAWASAKI 900 Z1—73-74 
LAMBRETTA motorscooter—all models—57-70. .$2.95 
MAICO—125-400cc—69-74 
9600 MONTESSA—all 123-360cc—65-74 
0505 MOTO GUZZI—V700, V750, V850—66-72 
0744 NORTON 750, 850—all models—66-74 
9794 -OSSA 1-cylinder—all 125, 175, 250cc—71-72 ... 
3790 SUZUKI 1-cylinder—50-400cc—64-74 . 
3792 SUZUKI 2-cylinder—125-500cc—64-74 . 50 
9784 SUZUKI 3-cylinder—380, 550, 750cc—71-74 . . .$6.50 
3753 TRIUMPH—all 500, 650, 750 models—63-74 . . $6.50 
3747 YAMAHA 1-cyl—all 50-73cc rotary valve oe 74. .$6.50 
3748 YAMAHA 1-cyl Enduro—90-360cc—68-7: $6.50 
3787 YAMAHA 2-cylinder—90-350cc—65-74 . 
9775 YAMAHA 650 2-cylinder—65-74 .... 
0720 YAMAHA 1X750 
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3742 MOTORCYCLE CARBURETORS 

3724 MOTORCYCLE ENGINEERING 

1039 MOTORCYCLE TROUBLESHOOTING GUIDE 
0745 MOTORCYCLE REPAIR ENCYCLOPEDIA 


ADD 75¢ POSTAGE & HANDLING TO ALL ORDERS 

181 Glen A 
: CARBOOKS,INC. sea ciir, n.v. 11579 l 
E I enclose full payment of PED. 


INDICATE BY NUMBER THE BOOKS YOU WANT 


Ree a te] 


PLEASE PRINT OR TYPE NAME AND ADDRESS 











STATE zp y- 40 
SATISFACTION GUARANTEED OR YOUR |MONEY BACK 





81 











“Dont tell anybody 
[told you, but the 


DT4O0Bis the best 


big-bore Enduro 
around. 


“My name is George Elliott. I'm a test-rider, motocross racer, 
and editorial director of Popular Cycling Magazine. I wouldn't want this to 
get around—I have a reputation of being a very tough critic—but I came 
away from riding the DT400B saying things like “great” and “terrific? 

“The DT400B has the best enduro engine that I've ever tested. 
The engine literally pulls like a locomotive. Low speed and mid-range 
performance is phenomenal—which means that you can climb fearsome 
hills and plow through tough terrain that you just wouldn't try with other 
bikes. On road, this bike will give you all the speed you gz need and 
then some! It handles well, brakes well, and like other à 
Yamahas, itll wear well. | : 

“Ifit were my money Wys S 2 < 
(and I didn't take a nickel for doing = 
this ad), I'd buy a Yamaha DT400B, a Ah 
the best big-bore on-road off-road x aA. 
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bike around” 
“Td buy 
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Someday youll own a Yamaha. 
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.and Great American Winner,George Washington. . .and today 
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Washington crossing the Dela- 
ware with a bike? Not in 1776, 
but you can just bet he would 
have if he’d had the choice... 
George would have raced across 
the frozen Pennsylvania farmland 
and scampered after the British on 

a pair of Carlisle Motocross tires 
with the tread that grripps. Why 
not try a pair of Great American 
Winners... Carlisle Tires... at lead- 
ing motorcycle dealers everywhere. 


Carlisle Tire & Rubber 


= 





i Carlisle Tire & Rubber Company 
t A Division of Carlisle Corporation 
Caz P. O. Box 99 + Carlisle, Pa. 17013 
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MOTORCYCLISTS! 
SVAN and PICK UPIOWNERS! 


send for 


T16 page 
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MAKE MONEY , a 
CUSTOMIZING, 
VANS, CARS CYCLES) | 
eS X= 
WE SHOW YOU HOW 


... at Home, In Your Spare Time! 


You don't need special talent — just tools 
and professional guidance. And, that's what 
you get: Tools you need, plus easy, step- 

$  by-step instructions. 


AAE LEARN CUSTOMIZING INSIDE AND 


OUT! Discover how to create wild scenic 
SPA effects with air brush and decals. Install 
vg outside ''add-ons''like portholes, scoops, 
etc. Do interior upholstering, carpeting. 








Tires 

/ Chuck full of off-road, 
camping and touring 
items for you and your 
truck. The greatest 
selection of wide 
wheels, tires, roll bars, 
portable sinks, cook- 
ing stoves, and much, 


Featuring 
y ARMSTRONG 
\ 


ao make built-ins, etc. 

Get This FREE Book! Tells you all about 
car customizing profits at home in 
spare time. Write today! 312 















much more are avail- I CUSTOMIZING CENTER Careers Through Home Study” —  ) 
able. Foreign & Ca quests 14401 Birch Street. Dept. EA025 . Newport Beach, CA 92663 
please send $1.00 to at + Rush FREE information on customizing. No obligation, no sales 
m l man will call. I 
CACM | : Mamen e ea 1 
9201 CALIFORNIA AVE. SOUTH GATE, CA. 90280 JAddress — — ——— mmm 
© COPYRIGHT 1975 DICK CEPEK,INC. (city State ——— Zip —— 








PREVIEW Continued from page 51 


the KR-250 except the racer’s traditional 
foes: the corporate decision-makers and 
the “Product Cheapening Department.” 
To make the required 25 of each type has 
taxed the budget, and you can bet that 
management and accounting chiefs will 
be eyeing every way to save money. 

The best way is to offer the new ma- 
chines for sale, but that decision awaits 
pre-season testing. 

More new equipment is due from Su- 
zuki. but secrecy prevails. There has been 
a reorganization of the racing department 
in Japan. US racing personnel are now 
under the direction of this department. A 
mid-December test session was scheduled 
at Daytona, so that means there is some- 
thing to test. What is the evidence? 

Barry Sheene recently returned from 
three weeks’ testing in Japan, revealing 
only that he had lapped Suzuki's test track 
eight seconds faster than the record on a 
new 750. Its handling, and that of the new 
500 GP bike, are said to be “much better.” 
Of course Barry knows which side of the 
rider’s bread has the butter. Critics aren’t 
re-hired. And those in the know point out 
that Suzuki's track is flat as a surface plate. 
A machine that’s a rocket there can be 
a rubber chicken in the real world. No, 
they say, the new machines have also been 
tested on other Japanese tracks which very 
definitely do have bumps. 

Although early season rumors pointed 
to development of a 700 cc version of the 
GP 500, later opinion tends towards a 
further update of the present bulletproof 
three-cylinder. This five-speed piston-port 
design cranks out about 110 bhp at a low, 
low 8000 rpm. Its bmep of 120 psi is 
near-maximum for piston-port, so any 
further increases will be had only by nar- 
rowing the powerband. Suzuki already has 
a 125 BHP three, but it is unrideable. 

To get more power, Suzuki must raise 
rpm. The present crank slips at its 
pressed main-shaft joints when revved to 
9500. and the big-end bearings don’t like 
life at much over 8500. Clearly they will 
need a splined crank with heftier rods and 
high-speed big-ends. With these mods, the 
engine would live at 9500. To make it 
breathe as well at these revs as it does 
at 8000, it will need much more port area. 
This means making 25 sets of new cylin- 
ders, probably with four transfer ports per 
cylinder instead of the present two. 

Since the present power level gives 
marginal rideability with a five speed 
gearset, another priority would be a six- 
speed cluster. The five speed fills the ex- 
isting case, and a six in the same space 
would be weak. Will they change the 
crankcases? If they are willing to do that. 
why not a whole new motor? 

With the present bmep carried up to 
the higher revs, such a Suzuki engine 
could give 130 bhp. With a six-speed. the 
rider’s task would be an easier one. The 


sheer strength of the engine would be a 
CYCLE 


BARGAIN 
HUNTERS! 


DISCOUNT GOODIES 


Chopper 
Touring 
Repair Parts 


JUST A FEW OF OUR BARGAINS! 


4) Honda Glas- 

-< pak Cross- 
over “Drag” 
Pipes 
CB750 $66.50 


CB500 $66.50 


Honda ‘‘Big 
Bore” Kits 
CB750 900cc 
$125.00 
CB500 600cc 
$107.50 





Honda 10 
piece Finned 
Cover Kits 
(8 valve, 
rotor 1-point 
cover) 

CB 750/4 
$21.00 kit 
CB 500/4 
$21.00 kit 
CB 350/4 
$21.00 kit 


Honda CB 750 
“Sunburst” 
Large Header 
Clamps 
$16.80 seis 
of four 





Tanks, Fork Tubes, Handlebars, Cable Kits, 
Highway Pegs, Mufflers, Sissybars, 
Frames, Hardtails, Saddlebags, Wind- 
shields, Seats, Tires, and much more for: 
HONDA, YAHAMA, KAWASAKI, SUZUKI, 
TRIUMPH, BSA, NORTON, HD etc. 


FREE CATALOG 
TOMBSTONE CYCLE 


820 Kildonan Drive, Winnipeg, Manitoba, 
R2K-2E9, Canada 
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strong guarantee of reliability, maintain- 
ing all the heavily loaded bearings in 
proper alignment. The 1974 version could 
deliver full power for a thousand miles. 

Despite this reliability, Suzuki’s racing 
history doesn’t include all the wins it 
should. With fine engineering, good 
riders, and plenty of money to spend, 
Suzuki has lost too many races from flat 
tires, fuel exhaustion, flubbed pit stops, 
and other negative magic. On the other 
hand, a Suzuki was the first two-stroke 
to winan AMA heavyweight national, and 
the current 750 has won three events in 
three years. 

Like Kawasaki, Suzuki has suffered 
from too many personnel and policy shifts. 
It’s hard to see who really wields power. 
Unlike Kawasaki, they have been gener- 
ally unwilling to tolerate much develop- 
ment work done in the US. Anyone who 
messes with The Plan is likely to receive 
a painful frown from Mr. Big. 

A break in the pattern came this season, 
when an arrangement with Erv Kanemoto 
and Gary Nixon netted them their only 
win of the year, at Loudon. Erv’s special 
frame and handling parts. together with 
a hybrid engine, achieved this remarkable 
win on the very course where no one gave 
Suzuki a chance. 

Even so, Suzuki remains wedded to 
their original preference, a sort of racing 
by remote control. in which perfectly pre- 
pared machines are sent in from Japan 
to win races wherever they are. Local 
improvisation is viewed with suspicion. 

A likely outcome is that the present US 
and British Suzuki teams may be fused 
to create a “Superteam,” which would fly 
in to each event in the US, but be based 
in Europe. 

To sum up, there will be a new machine, 
with new characteristics, and there will be 
new policies. I have no doubt of the po- 
tential of any new machine Suzuki cares 
to make. If they decide it will take 130 
bhp to beat Yamaha and Kawasaki, they 
will have it. 

Unfortunately, the horsepower of policy 
can run into negative numbers. Too often, 
racing teams must first fight their own 
company, then use what strength is left 
to fight the other brands on the race track. 
I hope Suzuki’s new racing organization 
is as powerful and reliable as their ex- 
cellent engines. 

Harley-Davidson’s 250 two-stroke, after 
long gestation on the European GP scene, 
finally emerged a winner this year. Har- 
ley’s Gary Scott defeated Yamaha’s Rob- 
erts at Loudon with the brand new ma- 
chine, and opened up a whole new list 
of racing options for Harley. 

The classic four-stroke V-twin is done 
for. It won its last road race in 1972. A 
new short-stroke version of this engine 
will be released for dirt-track probably in 
1976, to extend the company’s dominance 
there, but its potential for 90-100 bhp 
at over 9000 rpm is of only academic 

(Continued) 











æ quality motorcycle products 


STOP by your nearest dealer and see 
our complete line of accessories, from 
sprockets to footpegs. LOOK and examine 
them closely. For years we at CIRCLE 
INDUSTRIES have maintained a high 
standard of quality in all we manufacture. 
Each product is tested under rigid spec- 
ifications, assuring it’s the best available. 
Now we skin package them showing ex- 
actly what you're getting, and marked 
clearly for easy identification. So next 
time you're buying motorcycle accessories 
— seek out our new bright blue and black 
CIRCLE INDUSTRIES packages. STOP, 
LOOK and BUY the BEST! 


Our new '75 catalog with specs’ and prices 
on our sprockets and many other products 
is now available for $1. Send for your 
copy today! 


~ CIRCLE 
INDUSTRIES 


quality motorcycle products 


17901 ARENTH AVE./DEPT. C 
CITY OF INDUSTRY, CA. 91748 
PHONE (213) 965-1622 
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Put your 
head in 
our hands 


English Leather® will take special 
care of it. 

We'll shampoo it squeaky clean. 
Then stimulate your circulation 
with our Hair Groom and a brisk 
scalp massage (great for keeping 
dandruff down). Then we'll give 
your hair body and manageability 
with our Casual Hair Dressing. And 
to make sure your dry look won't 
have that “fly away” look, we’ll hold 
it in place with our Casual Hair 
Control. 

We'll even keep that upper lip 
neat and controlled with our 
Moustache Wax. 

Look, we've had a hand in mak- 
ing your body feel and smell great 
all these years. 
Now you can put 
your head in our 
hands. 


























Also Available In Canada 
MEM COMPANY, INC. Northvale, N.J. 07647 © 1974 
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interest in road racing. 

What can they do to match the after- 
burner acceleration of the big two-strokes, 
and their terrific speed? 

Option I: Using two sets of cylinders 
from the European 370 water-cooled twin 
(the big brother of the 250 RR that won 
Loudon), build a 740 ce four. Without 
restrictive reed valves, this Yamaha look- 
alike could give 138 bhp, based on the 
twin’s 70 bhp at 10.200. Such an engine 
would plop H-D square in the middle of 
the handling muddle, with the wiggling 
Kawasakis, Yamahas, and Suzukis. But 
then this team has made handlers out of 
locomotives before. 

Option 2: The European subsidiary has 
prepared a radically light 500 piston-port 
twin, reputed to give 90 bhp. These fig- 
ures would give it the same power/weight 
ratio as the Yamaha 700. Would it work? 
Or would it be oh-so-close-but-no-cigar, 
causing the company to throw good 
money after bad, trying to keep up? 

Option 3: Drop the big-bike class and 
concentrate on cleaning up in the 250 class 
with a proven winner. (But will it sell 
Electra-Glides?) 

With the new Kawasaki on the scene. 
the 250 class will be a bad place for the 
faint-hearted. It takes just as much money 
to develop a 250 as it does a 750, because 
the test engine has only one cylinder in 
either case. A decision to race the 250 
raises the question, “Why not do it in the 
big class? Harley makes man-sized ma- 
chines. right?” Caught between those al- 
ternatives, it would be very easy to decide 
to go dirt racing, where they are already 
successful, and await further develop- 
ments in road racing. 

After the Big Three and Harley. who 
else is there? Who else has anything to 
gain from racing at Daytona? Honda 
already has half the market. We know 
they could do it, but they have to have 
a reason beyond mere self-amusement. 

Norton was working on an advanced 
four-stroke twin 750, to be water-cooled, 
fuel injected, to have four valves per cyl- 
inder, to give 96 bhp. Norton’s lightness 
and chassis technology, combined with 
this 45% increase in power (from the pres- 
ent 65 bhp) could add up to an unusual 
motorcycle. perhaps the first really inte- 
grated. whole design to come along in 
years. Now their sponsor of two years, 
John Player Tobacco Co., has dropped 
them. Development engineer/rider Peter 
Williams is in the hospital, recovering 
from grave injuries. The English economy 
also is not well. 

Weekly communiqués assert that the 
new machine will be raced. Gulf Oil, who 
sponsored the Norton LSR attempt, may 
become the new sponsor. Don’t count 
them out. 

In August. MV race chief Alberto 
Pagani stated that if the AMA/FIM 
dropped the production requirement to 25 
machines. MV would be very tempted to 

(Continued on page 88) 











They look as good as they work! 
For years Hooker has been the 
world’s leading manufacturer of high 
performance exhaust systems. 
Hooker systems established the 
standards for performance and 
quality that others try to imitate. 

But some people forget their styling. 
So, we thought you'd like to see 
some of Hooker’s 200 systems... 
the ultimate high performance 
exhaust system for your bike. Or car. 
Or pickup. Or van. 


Send Hooker $1.25 and they'll send you information on all 
their products. Including auxiliary gas tanks, air filters and the 
super fiberglass spoilers & fender flares for vans. Write Hooker 
Ontario, California 91762. 





HEADERS 
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THE DUCATI REPUTATION - 


Reliability - Handling - Power 


THE FANTASTIC, NEW DUCATI 860 


See it soon at your nearest Ducati Dealer 





BERLINER MOTOR CORP. 


RAILROAD STREET & PLANT ROAD, HASBROUCK HEIGHTS, NEW JERSEY 07604 
SOLE U.S. DISTRIBUTORS 
A BERLINER GROUP MEMBER: NORTON/AJS/DUCATI/MOTO GUZZI/PREMIER MOTORCYCLES & METZLER TIRES 
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“RED WINGS FRONT FORK 
MAKES THE OTHERS EAT DIRT” 


RICK HOCKING 
AMA GRAND NATIONAL 
EXPERT RIDER 


“There's nothing like the Red 
Wing front fork. It’s tuneable: 
optional springs, three spring- 
rate preload positions, 
optional rotary steering 
damper, and a Ride Guide 
that tells how to fine-tune for 
personal choice and riding 
needs. Red Wing even offers 
fork-leg-and-universal-axle 
kits that'll turn just about 
anybody's existing triple 
clamp into achamp. Just 
another winner from the 

Red Wing System.’ 


When it comes to performance, 
you can't beat The System. 





Dealers: 
For free Ride Guide, write to: Si 
Red Wing Group-MAC, 42nd Floor Ss = 
200 Park Ave., New York, N.Y. 10017 
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WEBCO HEADS RUN STRONGER! 


A Webco head not only improves horse- 

power, but ‘will keep it for the full 

length ofthe race, because we've 

designed it to improve both 

thermal and volumetric 

efficiencies. Each Web- 

co head is designed 

for maximum per- 

formance in its spe- 

cific application. Preci- 
joncast from prime356™™ 

aluminum (finest obtain- 

able). 16 heat treated, then 

machined to exacting tolerances. 

Get.a-Webco head for your engine. 

You can see it at your Webco dealer. 


Have a machine:the magazines say is 
hest?- You've fixed the suspension, 
tuned your body and psyched 
your buddies, but you're 
still not winning. Mid- 
way in the race you 
lose power. and 
gradually slip 
to fifth or sixth. 
We can’t promise 
=to.make-everyone. 
winner (there is only 
one to a race) but a Web- 
co high performance head will 
help to keep you-up- front. You will 
run noticeably stronger and cooler, too. 


116 page Webco catalog 
and decal...$1.50 ppd. 


WEBCO ING. BOX429 e VENICE, CALIF. 90291 


Distrs: S.E., Cycle Gear, N.C.; Midwest, KK m/c Supply, Ohio; Rocky Mts., Pikes Peak m/c, Col. 
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send 125 bhp four-strokes to Daytona in 
1975. Since then, MV has had its hands 
full. Handling troubles with the title-win- 
ning 500, development of a new GP 350- 
four, and all the new competition in the 
500 class have kept them busy. Despite 
the fact that MV, a respected maker of 
helicopters, has little to sell in the motor- 
cycle market, and that their racing is 
largely a prestige affair, the budget is 
limited. Money that might have funded 
an MV Daytona attempt may well already 
have been spent closer to home. 

A possible 750-four would be slightly 
wider than the present 500, and a ‘little 
heavier. With modern bore/stroke ratios 
MV can get 125 bhp from such an engine, 
even with a bmep 10% less than their 
500. This is competitive power, especially 
when it is combined with four-stroke fuel 
consumption. 

They have the technology, the riders, 
and the technicians. All would be backed 
by the great experience of the MV racing 
organization. The real question is, do they 
have the money to spend? 

BMW’s efforts continue in the 750 class, 
using every sophisticated technique in the 
book to extract surprising power from the 
pushrod flat twin. Able enough in regional 
races on bumpy tracks, these machines are 
completely outclassed in AMA events. 
The effort continues mainly in support of 
BMW’s new, sporty image. Production 
racing has served them better, with the 
wins coming regularly now. 

There are a few other companies that 
make 750s, and some of them have dab- 
bled in F-750 or long-distance production 
events. None of these companies has the 
money or the incentive to compete in 
AMA racing. 

What will happen at Daytona? And 
afterwards? That early in the season, Ya- 
maha’s developed machine will count 
heavily. The others will have potential, but 
Daytona is a hard race for a first try. I 
think a Yamaha will win, and I think it 
will be built by Kel Carruthers and ridden 
by Ken Roberts. The European team 
hasn't had the development experience on 
this machine that Kel has—it showed at 
Ontario, so I can’t see a repeat by Agostini. 

If the Kawasaki matures rapidly (which 
is easier with a racing design than with 


| a hotted-up street motor) it will have ad- 


vantages at the rest of the races; handling. 
braking, and light weight. 

As for Suzuki, what do we know? Not 
enough. Last year they led the race, as 
they have so many times. All they have 
to do is keep it up till the end. Unfortu- 
nately traditions die hard. and they have 
some bad ones. Erv Kanemoto built Su- 
zuki a winner last year. but his efforts may 
fall victim to policy. 

The 250 class? I can’t wait to see this 
race—the production-bike based Yamaha 
against the pure GP Kawasaki. If parts 
don’t fall off of either machine, I pick Jim 
Evans to win the 250 class, not just once, 


but often. © 
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Evolution of a classic. 


A classic motorcycle doesn’t happen 
overnight. It evolves over weeks and 























months and years. Triumph should know. 1917 Triumph Model H 
We began designing motorcycles at ; 
the turn of the century and built THROTTLE —two separate thumb- controlled 
our first in 1902. Many turned out to be levers, one for the air intake and one for fuel. 
classics — and we are justifiably GAUGES —50 mph speedometer, 
proud of them. wage odometer, and trip odometer marked `. 
Meet two Triumph classics. = in-minutes to remind rider when 
TA aer” tolubricate engine. 












GAS TANK — capacity 1% i 
Ae gallons gas, 2 pints oil in: ~ 
69 separate compartment 
. with plunger pump 
“for manual engine 
lubrication. 


la 


ENGINE —550cc 
4-stroke, 4 hp single- 
-cylinder Triumph with 
total loss lubrication system. 


BRAKES-—foot-operated 
,\ rear drum brake, hand- -operated 
IV front rim brake. 


1975 Triumph Ti6o i ELECTRIC STARTER- thumb-controlled effortless electric starting. 
_ Trident = Y p : 


SWITCHES — clearly marked and conveniently 
positioned handlebar switch clusters, 





GAS TANK—choice of two sizes, 3% or 5 gallons. Also 
available in Yellow and White. 


eh, Gi Hg, ign ig, Hoes $ 





DISC BRAKES~—Triumph-Lockheed hydraulic disc brakes 
now on both the front and rear. 


ENGINE — 750cc 4-stroke triple, slanted forward for optimum weight 
distribution, featuring a high-performance tuned exhaust system, 
CIRCLE NO. 31 ON READER SERVICE PAGE. 


Move up to a classic. 


Move up with Terumre _f/Neren, 


Norton Triumph Corporation, 2765 E. Huntington Dr., Duarte, Cal. 94010. phone. ie 359- 3224. 
Member Motorcycle Industry Council 
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TM=250. iF YOU’ VE GOT THE GUTS, 
IT’S GOT EVERY THING ELSE YOU NEED. 


ett A motocross machine is a 
unique animal. It needs the 
speed of a greyhound, the 
strength of a bull, the sus- 
pension of a kangaroo, 
and the staying power 
of a mule. Then, when 
it’s all put together, 
its supposed to han- 
dle like a champion 
show horse. 
Impossible? Not 
when you've won 
World Motocross 
» Championships four 
me yearsinarow. We 
have. And we've put 
everything we've 
learned into the 
TM-250. 










it’s deceptively 
quiet. 

One kick on the starter 

brings it to life. PEI, Pointless 
Electronic Ignition, zaps out a hot, 

consistent spark. Less carbon buildup 

on the plug. And no fooling around 

adjusting the points. 


The fat silencer quiets the expan- 
sion chamber to a deceptively tame 
sound level. But don’t be fooled, be- 
cause it doesn’t hinder performance at 
all. At 6,000 rom the 2-stroke aluminum 
engine turns out 20.9 ft/ lbs of torque. 
And at 7,500 rpm you’re sitting on 27 
horses going full bore. 


Positive throttle control. 

Gearbox ratios have been carefully 
matched to the engine power curve for 
the best combination of power and 
speed in all five gears. When you twist 
the throttle, you move. 
Quickly. Without hesita- 
tion. 

Fenders are super- 
flexible polypropylene. 
Wheels have self-clean- 
ing aluminum alloy rims. 
21 up front, 18 rear. Internal expanding 
brakes give you firm, steady stopping 
—without locking the rear wheel and 
stalling the engine. 


lt handles better than ever. 
This year we've moved the rear 
shocks forward and changed the 


17.5 Hp — 9.68 ft/Ibs 
torque — 5-way shocks — PEI 


tension in the front forks. It im- 
proves the handling through corners. 
And gives better stability over the 
whoop-de-doos. 


See all our motocross machines 
at your nearest Suzuki dealer. 








16.5 Hp — 8.55 ft/ Ibs 
torque — 5-way shocks — PEI 








35 Hp — 31.1 ft/ Ibs 

torque — 5-way shocks — PEI 
Power. Speed. Suspension. Stam- 

ina. When you add it all up, the TM-250 

has about everything it takes to win. 
Now all you need is the guts. 


U.S. Suzuki Motor MEMBER 
Corporation, Dept. 
4065, Santa Fe 

Springs, Calif. 90670. (SUZUKI) 


Ride safely; wear a helmet, eye protection, and appropriate riding apparel. 
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A chain lube that runs off the chain as soon as you put it on 
doesn’t make sense. Neither does one that’s too thick to penetrate. 
Then there’s Gumout Chain Lube. 


With Gumout Chain Lube you get the right lubricating 
and penetrating consistency to protect and cushion your chain 
against heat, shock and friction. 


Gumout Chain Lube also protects your chain 
against grime and dirt. And, special additives keep it from 
getting too thin—even while running at high speeds. 


The name’s Gumout Chain Lube. Get it 

and you’ve got the best. For more information 

on how to properly lubricate your chain, write to: 
Gumout, Cleveland, Ghio 44104, and ask for 
“Cycle Chain Care” bulletin #116-MC. 


THEBEST THERES. 


Cleveland, Ohio 44104 
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57 

New York Metro 
Datsun Dealers 
have you 
covered. 





New Datsuns 


Money-saving Datsun B-210s, 710s, 610s, Z-Cars 
and Pickups. A wide choice of colors and body 
styles at all 57 showrooms. Every economical fun- 
driving Datsun is designed, engineered and crafted 
for long life. Loaded with Datsun no-cost extras 
from power-assist front disc brakes to electric rear 
window defrosters on most models. 


Parts and Service 


Your 57 New York Metro Dealers are fully equipped 
to handle your maintenance and repair problems. 
Parts are available through Datsun’s computerized 






Economical B-210. 


Other auto makers would shout about one model 
with this kind of mileage. We have three: The B-210 
Hatchback, 2- and 4-Door Sedans. In the U.S. 
Environmental Protection Agency tests of 1975 
cars sold in the U.S., our B-210 got 39 miles per 
gallon on the highway, 27 in town. In today’s 
economy, this is the kind of economy you need. 
But fantastic mileage is just one Datsun virtue. 








fs 
parts network. Factory trained mechanics do the 
job right and do it fast. 
True Value 
These new ’75 Datsuns also include all the Datsun 
extras you expect to pay extra for. Passenger 7 


models have tinted glass, power-assist front disc 
brakes. Fully reclining bucket seats, white sidewall 
tires (radials on 610 and Z models), full wheel 
covers, nylon carpet, flow-through fresh air. Pickup 
has power-assist drum brakes and contoured 
bench seat. All run on leaded or unleaded gas. 
Traditionally high resale, too. 








3 models at 39 mpg! 





Good old-fashioned value is another. Every B-210 
comes with these features included in its base 
price: 1400cc engine, power-assist front disc 
brakes, reclining bucket seats, carpeting, tinted 
glass, electric rear window defogger, trip odometer, 
whitewalls, full wheel covers and much more. 
Datsun B-210. Come in and drive one today. See 

for yourself how much Datsun Saves! 


Datcun 


aves 


See one of your 57 New York Metro Area Datsun Dealers today. 
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Why a magazine 
advertisement in this 


magazine? 


Easy. This magazine is for you who are enthusiasts—fans— 
aficionados— hobbyists. 

Therefore it’s also read enthusiastically by advertisers 
who want you as their customers. 

Newsweek is for enthusiasts, too—and that’s why 
this message. For news is one of the few commodities 
most intelligent people simply cannot do without. And 
advertisers can separate the buyers from the lookers when 
they use a magazine like Newsweek, one of the world’s 
half-dozen best regarded news sources. 

The kind of people who select Newsweek tend also 
to be discriminating, busy and well off. They are the sort 
who feel that if you're going to work, you might as well 
work for money. And that’s what they do. 

They are known as “the top of the market” —and 
there are a lot of them. Advertising in Newsweek reaches 
them as a group (15 million readers of an average weekly 
issue)—or in 57 different geographic or demographic 
packages. And it approaches this audience within the same 
editorial context that is respected and depended on by 
successful people all over the world. 

It is said that if you want to get a job done, get a 
busy man to do it. By the same token, if you want to get 
your kind of product or service sold, advertise it to a busy 
man—for he has both the money and the intelligence to 
appreciate its special values. 

All you have to do is get his interest. Advertising in 
Newsweek—the magazine he reads when he’s interested—is 
a pretty good way to do it. 


Newsweek 


roerne AKRONT ALLOY RIMS 


has its own oil bath. This permits use of 
lighter ten-weight oil, which Montesa feels 
better suits the needs of the clutch and 
primary gears. 


The five-speed gearbox from the Scor-. 


pion was selected because of its wider- 
spaced ratios. The layshaft and mainshaft 
ride in ball bearings, as does the driven 
end of the shift cam drum. Three shift 
forks position gears on the layshaft. Inter- 
nal gear ratios of the transmission are high 
(low numerically) with fourth and fifth 
working as overdrives at under 1:1. 

The final drive has a tiny .11-tooth 
countershaft sprocket keyed and press- 
fitted to the tapered end of the- transmis- 
sion layshaft. The 48-tooth rear sprocket 
bolts to the hub with nine fasteners. Drive 
is through a 4_X %” Joresa chain. The low 
4.36 final ratio is necessary to compensate 
for the high primary and gearbox figures. 

The chassis is an interesting mixture of 
old and new ideas and materials. The 
frame structure, with the exception of the 
shock mounts, uses the same geometry and 
cold-drawn steel tubing as the Scorpion, 
VR and V75 motocrossers. For the V75 
enduro, the superb Montesa fork has been 
stretched almost an inch in length and 
travel. Now the fork delivers 7.5 inches 
travel. The stanchions are clamped into 
a matched pair of aluminum triple clamps 
which ride in tapered bearings. 

The wheels are of Montesa’s own de- 
sign, and identical to those used on their 
motocrossers and Scorpion. The hubs are 
cast aluminum and unique in shape. The 
front hub is petite in size and has a small 
five-inch brake. The right side of the front 
hub has no flange, and therefore utilizes 
a different method of spoke lacing. The 
lacing on the right side of the hub has 
the spoke ends exiting the side of the 
casting close to the axle. Conveniently, for 
enduro riders, the speedometer drive is 
located on the front. wheel rather than 
being rear wheel- or gearbox-driven. 

The rear hub is as unique as the front, 
and is also of Montesa’s own design. It 
is an aluminum casting that is extremely 
broad and runs almost the full width of 
the swing arm. In this manner only one 
spacer is necessary. and the spoke angle 
from the hub wheel center is as great as 
possible for maximum side load strength. 
The rear brake is slightly larger in diame- 
ter, six inches, but smaller in width than 
the front. Rear brake actuation is via a 
braided steel wire, and the retaining arm 
is fixed to the middle of the swing arm 
rather than its pivot center. 

The Jorsesa chain, running over an 1] 
tooth countershaft sprocket, causes a lot 
of secondary drive whip. To alleviate the 
chain lash at certain engine speeds Mon- 
tesa includes a spring-loaded tensioner. 
The-chain tensioner mounts‘on the middle 
of the swing arm and places a constant 
load on the bottom run. 

The exhaust system and skid plate come 
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ARim That Doesn’t Ream Your Wallet 


Winning may mean everything to you, but why spend more than is necessary 
for a rim that helps you win? After all, money's important, too. 


For the most part, there are two rims on 
the market that are superior to any others 
for dirt riding conditions. Both offer vir- 
tually identical features. Like: 








e Lightweight aluminum alloy 
construction 

e No ridge to fill with mud 

e Heat-treated for increased tensile and 
proof stress = 

Deep knurling to prevent tire slippage 

e Flash-butt welding for rigidity at weld 
points 


All the important factors compare. Ex- 
cept the price. Akront Alloy Rims are 










16 to 19 in. 


priced from $22 to $36. Is it necessary WM-1 16 to 19 in. 
to spend up to $50 for a rim with the a a6 toate 
? - i 
same technology as Akront? WM & w2 21 in. 
That’s the question many pros, experi- = WM 4 offset Type H ri 
enced dirt riders and accessory dealers WM1, 40 Hole 
are asking right now. We’re sure there'll Speedway Type Drilled 23 in. 36.00 


be some changes made. (When ordering, please specify year, model and make) 


Dealer | Invited 
Ask your dealer or write: Dept. C Sale lAne es Nite 


cAKRONT CNORTH AMERICAN honem Ge 22004 


CIRCLE NO. 56 ON READER SERVICE PAGE. 


fight birth defects 
Give MARCH OF DIMES 






LEARN | 
MOTORCYCLE 
MECHANICS 


s= HE FIRST AND LARGEST EXCLUSIVE 
~ MOTORCYCLE MEC SS 


For information: on learning motorcycle mechanics fill out and return today | 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 
2840 N. HALSTED STREET: 
CHICAGO, ILLINOIS 60657 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 


13700 N: W..A9TH:AVENUE 
MIAMI, FLORIDA ° 
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ow to make 
your bike 
more bike 
with Kendall... 





Kendall GT-1® Special 
Motorcycle Oil goes here, 
whether it’s a 2- or 4-cycle job 
(there’s a separate formulation 
for each—both made from 100% 
Perinsylvania Grade Crude— 
where real performance 
comes from). 


Kendall Chain Lube goes here 
to give you many hours of low 
wear, trouble-free perform- 
ance. It’s special tacky 
formulation prevents throw-off. 


Kendall CML-260® is applied 
here. It’s outstanding for spot 
lubrication, loosening tough 
nuts and removing moisture 
from electrical systems. 


Why Kendall? For the very simple 
reason you'll get top performance 
everywhere. 


Do Your 
Engine a Favor... 


KENDALL 


MOTOR OILS 





KENDALI. REFINING COMPANY, 
Division of Witco Chemical Corporation 
Bradford, Penna. 16701. 
CIRCLE NO. 58 ON READER SERVICE PAGE. 
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from the Scorpion. The muffler is the 
exact same shape and size (externally) as 
the motocross expansion chamber. The 
head pipe:is from the motocrosser. while 
the center section is a double-walled baffle 
with brass wool sandwiched between the 
internal and external sheet metal stamp- 
ings. The stinger is prefaced by a number 
of baffle plates and an exhaust re-routing 
system. The stinger itself is also a silencer. 
The bash plate is a convex fiberglass piece 
of nominal thickness that molds around 
the muffler’s shape. 

Visible to the cye of the enduro enthu- 
siast are a large number of bonus features 
that are available on few other enduro 
bikes. The Veglia-Bressel speedometer is 
protectively shock-mounted and resets in 
tenths of a mile. (Our early production 
bike speedo was in kilometers. although 
future machines will have the instruments 
calibrated in miles.) As we mentioned 
earlier, it is front-wheel-driven. The clutch 
and front brake lever are malleable alumi- 
num. On the left side of the handlebar 
is a thumb lever that actuates a compres- 
sion release for slowing or stopping. 

The plastic throttle is a quarter-turn 
unit. The carburetor is the all-new 2900 
Amal “block” type. Externally it appears 
much like the Mikuni: inside the Amal 
has incorporated some of Mikuni’s best 
ideas. The popular European-type tickler 
has been replaced with the Mikuni-style 
starter jet. The external lever need only 
be flipped down to open the small starter 
jet orifice. which passes an additional 
stream of fuel into the engine for cold 
starting. A pilot jet has been added to 
replace the non-adjustable orifice and 
passageway of old. Three jet sizes are 
available. The denture-shaped float and 
needle assembly is the same as concentric 
Amals, and the fuel intake is through the 
float bowl rather than through carburetor 
body passages. The slide is lightweight 
aluminum rather than British pot metal. 
Replacement main jets are inter- 
changeable with older Spanish Amals. 

Both fenders are malleable. unbreakable 
plastic and very light. The fiberglass gas 
tank is a trail or enduro riders dream—a 
full 3.2 gallons (12 liters). Two of the novel 
Montesa rubber petcocks are used. Fuel 
flow (off. on and reserve) is controlled by 
locating an internal steel ball in the rubber 
housing—simple and functional. Ignition 
and electrics are produced by a Motoplat 
CDI unit with six-volt lighting coil. The 
rear tail lamp is attached to a ISDT-type 
rubber light and license mount. It’s totally 
vibration-proof. The headlight has a metal 
brush guard protecting the lens. Token 
vibration insulation for the headlamp ears 
comes from rubber gaiters that fit skin- 
tight on the fork stanchions between the 
fork triple clamps. 

The newest feature on the Montesa V75 
enduro is the cantilever rear suspension. 
The main purpose for the 45 cant angle 
of the rear shocks is to acquire maximum 
axle travel with conventional-sized sus- 





HIGH PERFORMANCE PARTS 


“Home of the worlds fastest triples” 
including the 9 Second Pro-Bike 


SILENCED = < 
EXPANSION 
CHAMBERS 


e Competition proven 


e Slip joint and spring 
mounting flangles 


e Dual mounting 
brackets 


e Widest 
power 
band 
possible 


[fit 

doesn’t 

say DENCO 

4 it isn't the 

chamber that has 

broken more AHRA 

Records than all other 
brands combined . 


Send *1% for Complete Catalog! 


DENCO PERFORMANCE 
4480 B ENTERPRISE ST. 
Fremont Calif 94538¢(415),656-0424 





SPECIAL INTEREST 
RECORD CATALOG 


Spectacular sound! Stereo testing! 
Background music and sound effects! 
Special Interest Records available 
exclusively from Ziff-Davis. 

Send for your free Record Catalog — 
Ziff-Davis Publishing Co., Dept. 23, 
One Park Ave., New York, N.Y. 10016. 












BUY FACTORY: DIRECT..... 
from world’s leading manufacturer 


Assembled — ready to present 


All Sport 
and Event N 3 


Wholesale low, low prices . 
Figures Available sy 
y 


Artistic color combinations 
Rush “PDQ” service 
Distinctive designs 
Satisfaction guaranteed 
Write for free catalog 
Trophyland Us] inc. 


DEPT C. 7001 W. 20TH AVE. P.O. BOX 4606 HIALEAH. FLA 33014 


CYCLE 


pension units. The lengthy travel of the 
rear suspension is designed to better soak 
up Variations in the terrain, make the bike 
track straighter in the rough and be less 
fatiguing for the rider. 

The cantilever shock principle has been 
proven effective by Heikki Mikola’s cap- 
ture of the world 500cc motocross title on 
a 360 Husqvarna that used a lay-down 
shock system. Montesa’s use and develop- 
ment of the cantilever suspension has been 
in ISDT-type enduros and Spanish na- 
tional motocross racing. On the V75 en- 
duro, Montesa uses 12.9” Telesco dampers 
with enormously strong springs. The 
spring rate is in excess of 150 pounds. The 
Telesco spring wire is 8.6mm in diameter: 
the Koni is 6.5mm. The dampers appear 
identical to those used on the standard 
chassis VR motocrosser. Axle travel with 
the cantilever enduro is potentially over 
seven inches. 

Montesa’ V75 enduro pioneers itself 
away from many of the earthy unpleas- 
antries long associated with European dirt 
bikes. Starting the engine is no longer a 
messy and smelly chore caused by carbu- 
retors with drooling ticklers. Squeezing 
open the petcock check ball. pressing 
down the choke lever and keeping the 
throttle closed almost always means a first 
kick start. Very seldom were more than 
two kicks necessary to start the V75 en- 
duro—whether hot or cold. Unlike all 


other European two-strokes. no fuel-based | 


mud pies grew on the engine cases under 
the carburetor. 

Throttle response off the bottom is slow 
As indicated by the dynomometer graph. 
the V75 enduro engine doesn’t produce 
any real pulling power until it gets past 


4000 rpm. The enduro’s usable power 


range is spread widely between 4500 and 
8500 rpm. The engine is happiest and most 
useful when revving. But at lower engine 
speeds (sub-4000 rpm). the engine doesn’t 
bog when cruising on the level. 

Smooth engine performance. from the 
bottom to the top. is enhanced by a superb 
clutch and ideal gear ratios. The clutch 
has a long. smooth. progressive feel while 
engaging gears or getting away from a 
stop. It doesn’t jerk or grab—ever. We gave 
the clutch an enormous amount of abuse 
while poking through and crawling over 
medicine-ball-sized rocks in boulder gar- 
dens. The only complaint the clutch re- 
sponded with was slight dragging when 
exceptionally hot. 

The gearbox has virtually perfect spac- 
ing for “enduro or trail use. First gear is 
enduro low and we can’t imagine a rider 
needing a tighter ratio. The jumps into 
second, third and fourth are spread over 
an even but broad span. The power range 
of the engine jumps these spans easily. 

Shifting the wide-ratio transmission de- 
mands firm foot action, up and down, on 
the lever. A gentle tap or toe will some- 
times let the transmission jump out of 


gear. Shifts can be accomplished easily ! 


(Continued on page 98) 
MARCH 1975 




















WITH 


The “New Bell Star” 
gives 120° peripheral vision 


e meets A.N.S.1. Z90. 1-1971 standards 

e certified by the Safety Helmet Council of America 
impact resistant fiberglass shell with expanded polystryene 
padding 
can be used with goggles or other face shields; comes with snap 
on visor shield. 


“THE ENTHUSIAST'S SUPPLY HOUSE” 


G KK Motorcycle Sunniy 


31 E. 3RD ST., DAYTON, OHIO 45402 (513) 222-7818 
(Mic) GED wep GP MOM Wa ee s west ey 


CIRCLE NO. 57 ON READER SERVICE PAGE. 


MEMBER 
MOTORCYCLE 
INDUSTRY 
COUNCIL 











An Atlas Body—In 7 Days 


= BY my method of DYNAMIC-TENSION starts 
giving you results that you can fee/ and your 
friends will notice. Big, useful muscles. 


The finest custom made leathers for the 
hg Gain pounds in weight where needed. Lose 


leasure or sport rider. Factory direct only. 
p eas SP y y EA “pot belly." Send me your name and 


Catalog available. os address for my 32-page book — FREE 


4 CHARLES ATLAS, 115 East 23rd St.. 
2443 S.E. DIVISION, PORTLAND, ORE.97202 a be Roya NA onde Dept C228 


MOTORCYCLE 
MECHANICS 


ss DHE FIRSTLAND LARGEST EXCLUSIVE asi 
MOTORCYCLE MECHANICS SCHOOL IN THE USA 


For information on learning motorcycle mechanics fill out and return today 


AMERICAN MOTORCYCLE MECHANICS SCHOOL 
2840:N. HALSTED STREET 
CHICAGO, ILLINOIS 60657 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 
13700.N.W. 19TH AVENUE 
MIAMI, FLORIDA 
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MARKET PLACE 





GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra char 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address an 
Date: 3rd of the 2nd month preceding cover date (for exam 
One Park Avenue, New York 10016, Attention: Hal Cymes. 


NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.60 per word (includ- 
ing name and address). Minimum order $24.00. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal. item to buy or sell 
$1.00 per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column, 
$85.00; Two inches by one column, $170.00; Three 
inches by one column, $255.00. Column width 2- 
1/4”. Advertiser to supply film positives. Please 
write or phone for frequency rates. 


ge. ALL copy subject to publisher's approval. All 


d telephone number before ad can be run. Closing 
ple, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, 





FOR SALE 





NORTON 


NORTON, TRIUMPH, BMW & M V AGUSTA—Europe's 
best motorcycles—at specially low prices from Europe's 
best dealer—Gus Kuhn's. Write for full information now! 
GUS KUHN MOTORS LTD., 275-277 Clapham Road, 
London SW9 9BJ, England. Tel: 01-733 1002. 
MISCELLANEOUS 

SEND $1.00 for catalog. Parts and accessories. Suzuki, 
Triumph, BMW, BSA. Spa City Cycle Center, 71-4 Church 
Street, Saratoga Springs, New York 12866. Call (518) 584- 
4778. SPECIAL: $2.99 for BMW, Honda oil filters. 














ACCESSORIES 


TWINFA 





THROTTLE HELPER 
Counteracts throttle spring tension, 
Ends forearm fatigue safely. 


SSIS To 


$8.95 PPD. 
Info on request. 
Dealers inquire. 


Mounts easily inside most 
7/8" handlebars. 

Money back 

guarantee, 


Give make & model cycle. 


CMB MFG. CO. DEPT. A 
BOX 57, TEMPE, AZ. 85281 





















Camping and Touring Gear 
for Bike Riders. > 
z 


Tents, Sleeping Bags, 
Stoves, Cooksets, 


Tools, Apparel, Books, &) 
A eS 
Bike Accessories T, 


p.us.. ROAD SYSTEMS 
BIG NEW CATALOG — 25¢ 
7zi GREAT OUTDOORS | 


ENTERPRISES 
420G South Fairview, Goleta, CA 93017 





SPEEDING TICKETS? No problem with RADAR SENTRY, 






jcents. Survival Freeze Dried Foods List 25, cents. 


a = am 


NEW ! Send 50c in coins for 
COLOR PHOTO CATALOG 
of Road Leathers — Contour 

cut to fit! SHIRTS, JEANS, 

JACKETS, CHAPS, 

P o) R R Studded Belts, Wristbands, 
LEATHER SADDLEBAGS. 
OF ARIZONA Dept. 14 
3903 N. 16 St. Phoenix, Arizona 85016 
phone orders 602-266-4861 








BUG COLLECTORS ssssessnsessessessescccensscanccess 


STOP plucking bugs from your ey: 

balls!! These cycle riders’ sunglasses 
_ give full coverage, and come with cable 

earpieces so they can’t fall off. Adjust- 

able triple braced metal frames, impact- 

resistant optical glass lens in choice of 
E yellow, green, or grey. Carrying case included. Fast Delivery. If not 
S satisfied, return within 30 days for full refund. Send $5.95 for 1, 
$9.95 for 2 or $13.95 for 3 paifs. Postpaid. For AirMail add .50 per 
pair. Foreign orders add .80 per pair. 

HIDALGO SUPPLY CO., Dept. C 

11505 Chimney Rock Rd., Houston, Texas 77035 











sample patch 
& brochure 


P.O.BOX 66147 
L.A.Ca.90066 





SUPER SHIRTS,dept.C 





CYCLE PUBLICATIONS 





1975 SURVIVAL/MILITARY-Books/Manuals. Catalog 35 


HILLCREST, (BFC,40), MgDonald, 


“Sul A 


437.7 \) 
oraon enn 
book to Powe 
Formulas fo n 
aust, port timing 
Size and much more 
€ engine 

oke Tuner’ 


$5.00. 


HOW TO WIN MOTOCROSS}, 
official book of the Gar 
Bailey MX School, $5.95 


for) 
De 


wey 


Handbook} 


H P. BOOKS: 


warns of speed traps. $1.00 for details, RW Enterprises, Q PERFORMANCE, how to adjust your carb and igni- 


P.O. Box 39292, Cleveland, Ohio 44139. Guaranteed. 


QUARTZ-HALOGEN 
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Quick conversion from old-style lighting to the 
brilliant new units on latest machines. You can 
install on your own bike in 5 minutes. Priced well 
below factory list. Kit includes new reflector, gasket, 
and lens. Bulb available separately for $18.96. 
Order from your dealer. e Quartz-Halogen 
Conversion Kit for —/5 BMWs. . .$54.42 


CMI Accessories Norwood, nu 07648 
















APPAREL 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. 
World’s lowest prices. Immediate delivery. Catalog 25 
cents. Herm's Leathertogs, Dept. C., 701 Northampton St., 
Easton, Pa. 18042. 
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Conversion Kit for-/5 BMWs!) X 



















there and back again, $5.95. HOW TO RIDE OB- 
SERVED TRIALS, riding, scoring, laying out sec- 


857034 
S =< \ 


ee SO See 
Wor SALONS RSE 
S RSMO ETS 


Road Rider 


The only motorcycle magazine 
published solely for the touring 
rider. $10.00 for 12 issues, or 
send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E 
South Laguna, CA 92677 
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MOTORCYCLE TUNING FOR A] 111 Sunrise Highway 
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tion, $5.95. STREET BIKE FUN, riding tips, cafe A 
Ssdracers, side hacks, $5.95. TRAIL BIKE, how to an 
Nl -WARDS RIVERSIDE 
tions, $5.95. THE BOONIE BOOK, makes you ay. 
better dirt rider in 3 weeks, $5.95. MONEYBACK| \N 
BUARANTEE. Order direct from publisher. Send ( 
name, address, M.O. or check with list of books * 
\ /desired. Add 50c per book for shipping. 


KL) H. P. BOOKS Box 5367 Dept. CY 35 Tucson, A 
f= > A 
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BUSINESS OPPORTUNITIES 











FREE BOOK “2042 unique proven enterprises.” Work 
home! Hayling-B, Carlsbad, CA 92008. 

CYCLE INSURANCE 

CALIFORNIA RESIDENTS, lowest rates. ‘Motorcycle . 


Insurance”, Box 4215, Inglewood, Calif. 90309. 





CYCLE SERVICES 





CUSTOM CHROME PLATING, Specialists in cycle and 
antique restoration. Steel or Aluminum. We guarantee both 
our work and delivery dates as quoted. Call or write: 
Jackson Plating Company, 444 East South Street, Jackson, 
MI 49203. Phone: 1-517-782-6200. 





EMPLOYMENT INFORMATION 





OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. a > 
AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 
OVERSEAS Employment. . . Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WO, Indianapolis, 
Indiana 46229. 











QUIPMENT AND PARTS 





CYCLE SALVAGE 
Motorcycle Parts. 157 Water Street, New Haven, Conn. 
IF YOU NEED 


PARTS Ezz 


Mail Order Service Worldwide. 


CYCLE CITY Inc. 
PARTS 


World's largest inventory 
° for Italian motorcycles 
Rebuilt Engine Exchanges 


COSMOPOLITAN MOTORS, INC. 
Hatboro, Pa. 19040 
(215) 672-9100 


HONDA PARTS 


ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 
COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 


INC. New, Used, Reconditioned 















) Amityville, N.Y. 11701 
Call 516-842-5771 
























MOJAVE (By Benelli) 
PARILLA- 
CAPRIOLO 


CAPRI SCOOTERS 








Send 60¢ postage & handling ($1.50 air) 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 e (516) 248-5558 
CYCLE 





BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 

Call (617) 384-7555 





ya bol Nth get 
%, 
SVP. USED PARTS 


7) 
aks 
All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 1 day service. 

Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 











KAWASAKI PARTS 
PARTS & SERVICE—MAIL ORDER C.O.D. 


Machine Work & Speed Work All Makes 
Cranks & Rods Rebuilt 
Porting, Boring, Complete Engine Overhauls 


BE A WINNER! 
With our Drag/Race Conversions 
For Kawasaki 750 


Besi E.T. — 10:15 Best Top Speed — 139.96 
On our own Kawasaki 750 








Send 25d for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 © (617) 648-1300 ` 





COOL FILTER 

For Hot, Dirty Engines! 
Cools oil, cleans oil, helps your bike 
go! Easy to install on any dry sump 
engine, BSA, Triumph, Harley, Nor- 
ton, Yamaha 750, Only 3” dia x 44" 
high — brightly polished Aluminum 
alloy with cooling fins — looks 
sharp and really works. Money back 
guarantee. Only $31.95 PP inc. hose, 
fittings, clamps etc. Send check 
now to H & C Engineering, P.O. Box 
7831, Independence, Ohio 44131 





© West Coast Savings! 

® Call from anywhere in the U.S. except 
California. Orders filled within 24 hours. 

© Call Tues. thru Fri. 9 A.M. — 6 P.M., Sat. 
to 5, Pacific Time. 

© BankAmericard & Master Charge accepted. 


ALLYN’S Honda/K 
958 North Maclay, San Fe: 


CALL 
TOLL-FREE 
800 


asaki 
423-5662 do, California 





SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 





PARTS 


NATION WIDE 
Mail Order Service 
184 Worcester St. 


Wellesley Hills Mass 02181 
617 235 9729 





TRIUMPH 
OF WELLESLEY 


















7 HORSEPOWER 
TO WIN! 


HONDA, 
SPORTSTER, etc. 


Write for literature 


RAVES! RACING CAMS 
WYMAN ROAD 
BILLERICA, MASS. 01821 
Tel: (617) 663-3733 








KAWASAKI PARTS 
ONE DAY MAIL ORDER SERVICE 
BORING, PORTING, COMPLETE SERVICE 


MEAG GY CES 





21 WILLOW ST. ME ES eras 
FITCHBURG, MA. 01420 
(617) 345-0181 
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BIG BORE KITS e TUNED PIPES 
STROKED CRANKS for SINGLES 
ENGINE BUILDING e CAMS 


Powroll inc. 
P.O. Box 1206 A3 
Bend, Oregon 97701 
(503) 382-6395 


Send for 
Complete Catalog $1.50 Cash 
Model Information 50¢ 





SAN DIEGO MOTORCYCLE SALVAGE. USED parts for all 
makes and models. 2676 Newton Ave., San Diego, CA (714) 


235-6261. 


HONDA 


PARTS & ACCESSORY 
WAREHOUSE 
WE’RE NUMBER 

ONE FOR 

ACTION 4’S e DUNLOP 

KONI ¢ BELL e NGK 

YOSHIMURA ° WIXOM 

VETTER—AND MORE 

CARR’S HONDA 


6800 N. CLARK CHICAGO IL 60626 








312:274:7777 
S1 REFUND ON PHONE ORDERS OVER S15 


INCLUDE: MODEL, YEAR, SERIAL NO: 








HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. When ordering parts please give us 
Model, Year, Frame Number and Engine Number. HAYDEN 
HONDA, P.O. Box 829, Center, Texas 75935. Phone (713) 
598-2330 and 598-2322. 






24 HOUR MAIL UPS SERVICE 
on all HONDA PARTS 
NO RIP-OFF - 


State Honda Model Naz. 
Year, Frame No., Eng. No. 
1845 LINDEN BLVD., BKLYN, 11207 
CALL: 212-257-0230 











BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 


O | PHONE: 
YAL (213) 286-2550 
NFIELD «::: 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A. — Tell us your needs today! 


304-Agostino Rd., San Gabriel, Ca. 91776 
















P.O. Box 69694 
est Hollywood, Ca. 90069 
Telephone (213) 652-7266 


Send for your free 30-page catalog. 





FLORIDA TOURING 





VACATION! SAVE! Enjoy yourself in sunny Florida on a NEW 
GENTRY MOTORS HONDA: Check our low prices on HONDA 
750's... HONDA 450's... 360’s... 350 Four... MT250... All 
inquiries answered with latest prices. 


GENTRY HONDA MOTORS 


2296 So. U.S. No. 1 ¢ Rockledge, Florida 32955 
Phone: 305-636-4988 
80 miles south of Daytona Beach on U.S. Mo. 1, since 1963. 
Hours 9:00—7:00 Tuesday thru Saturday 








GOVERNMENT SURPLUS 





“U.S. GOVERNMENT SURPLUS DIRECTORY.” How, 
Where to buy 100,000 items (including Jeeps) ... low as 2 
cents on dollar! Most complete information available ... 
$2.00. SURPLUS DISPOSAL, Box 6586-WO, Washington, 
D.C. 20009. 
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| CLASSIFIED ADVERTISING ORDER FORM | 
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EUROPEAN TOURING 





ENGLANDS ORIGINAL 


OFFICIAL 
SERVICE 
CENTRE 


BUYING A COMMANDO, under the personal export scheme? 
We are the only OFFICIALLY FACTORY APPOINTED SER 
VICE CENTRE and sell only Norton. Prompt delivery. 





Save your dollars by dealing with the SPECIALISTS with all 
services - SPARES - ACCESSORIES - INSURANCE - FREIGHT 
ING - the experts in handling your personal requirements. 
Send for detailed literature showing how to get here from the 
airport etc., and any other information you may require. 


TAYLOR MATTERSON 
Bedford Hill London SW12 Tel.01673 0981 


SEE EUROPE INEXPENSIVELY—on a new cycle from Elite 
Motors, Europe's Biggest Cycle Shop. Big stocks, big 
discounts (to U.K. visitors) and quick service. Don't waste 
time—write now to Europe's No. 1: ELITE MOTORS LTD., 
844-965 Garratt Lane, Tooting, London SW17 OLP, 
England. Tel. 01-672-1200. 








HANG FLYING 





HANG FLYER 


Standard and competition models— 
all sizes from $325 up. Sails 
available in an assortment of 

colors and designs 


ast 
E Votre] 


TRAC & TRAIL SUPPLY INC., Dept cy 


Box 137 Gaysville, Vermont 05746 
Phone: (802) 234-9684 





INSTRUCTION 





MOTORCYCLE MECHANIC. Train at home in spare time. 
Make good money in motorcycle shop or start own busi- 
ness. Motorcycle tools, test instruments included. FREE 
“Career Kit!'', Dept. EACC4, North American 
School/Motorcycle Repair, 4500 Campus Drive, Newport 
Beach, CA 92663. 





PLANS AND KITS 





PLANS, Tube Bender, Press, Break. Information, P.O.B. 56, 
Campo, California 92006. 





RECORDS, HI-FI AND ELECTRONICS 


FREE! 


SPECIAL INTEREST 
RECORD CATALOG 


Spectacular sound! Stereo testing! 
Background music and sound effects! 








Special Interest Records available 
exclusively from Ziff-Davis. 

Send for your free Record Catalog — 
Ziff-Davis Publishing Co.. Dept. 23, 
One Park Ave.. New York, N.Y. 10016. 





MISCELLANEOUS 





IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 

SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 23429 EG, Fort Lauder- 
dale, Florida 33307. 
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without the clutch but, again, the gears 
will sometimes disengage. Improper ad- 
justment may have caused some of our 
gearbox difficulties, although we suspect 
that radiusing the male and female dogs 
would assure full engagement. 
Accelerating through the gears is pleas- 
ant. predictable and rapid. Only a few 250 


enduros will accelerate as hard or as long. ~ 


The Amal block carburetes perfectly— 
there’s no spitting, hesitating or loading- 
up—just like a Mikuni. Because the engine 
is virtually free of any sudden power 
surge. plowing through tough terrain or 
climbing soft uphills is a matter of just 
rolling the throttle open. It won't dig a 
trench with unpredictable suddenness on 
the side of a hill: it won’t bog and die 
when catching a quick bit of traction; it 
won't come back over on you without 
warning. 

Handling of the V75 enduro is. for the 
most part. really good. The bike, in 
cross-country terrain or on fire roads. is 
happier the faster it goes—the inverse of 
Japanese enduro bikes. It doesn’t wiggle 
or throw the handlebars into big tank 
slappers on whoop-de-doos. Under accel- 
eration the bike tracks straight without any 
side-to-side wallowing. 

The cantilever system left us question- 
ing it and the suspension units. The 
springs were so stiff that we were unable 
to get more than half the total travel from 
the shocks or wheel. The unreasonable 
suffness overworks the wonderful Mon- 
tesa fork so badly that we found it fully 
compressed, and then topping noisily. 

The %4-saddle length would ordinarily 
be fine for off-road use. However. the rear 
one-third of the saddle is interrupted by 
a very bothersome hump on the base that 
compensates for the rear chassis height. 
The result is that the rider gets virtually 
wedged in the forward section of the sad- 
dle between the hump_and. gas tank> Tall 
riders will find the resulting leg angle 
uncomfortable and standing difficult. 
Short riders will have an awkward. and 
in some cases impossible. time getting 
their feet on the ground when mounted. 
The seven-plus inches of front and rear 
travel jack the saddle height up to a 
whopping 34 inches. 

Were it not for the hump on the saddle 
the comfort of the bike would be good. 
As is. the stiffly sprung rear end launches 
the saddle hump into the rider’s tailbone, 

The super-stiff shock springs tempo- 
rarily fouled the evaluation of Montesa’s 
cantilever system. Close observation sug- 
gested that the rear wheel only moved 
through half its potential arc under the 
most severe loads. We couldn’t compress 
the Telesco springs to remove the shock 
top and replace the coils. Looking for 
replacement shocks, we chose a pair of 
Konis as fitted to the new forward-mount 
Maico. The Konis have an identical 12.9- 
inch length; the springs are straight- 
wound 100 pounders which are given two 

(Continued on page 103) 














PROFESSIONAL 
- MOTORCYCLE 
MECHANICS ~~ 
TRAINING 


TURN PRO! 
~ JOIN THE HAPPY FREE 
PEOPLE WHO EARN A: LIVING 
DOING WHAT THEY LOVE! 
Learn it all — the Professional. way, 
with NTI-developed Industry 
Training Systems. NTIlis.a 
professional vocationa! institution 
dedicated to the business of 
building super talent in 
motorcycle mechanics:and 
related fields. 


cut: 301 277-2286 


or write: 


NATIONAL TECHNICAL INSTITUTE 
4810 Calvert Road 
College Park, Md. 20740 


NAME 
ADDRESS 
STATE 
AGE PHONE 
C MARRIED [)SINGLE [J] AM A VETERAN 

















CYCLE 


The Windjammer Ill 


a | d t k The Windjammer Ill is the proud successor 
you nee © NOW to the fairings that created a whole new 
concept in motorcycle riding comfort, 


e 
about fairings. The beauty of the Windjammer Ill is a direct result of the 


function it is designed to perform — protecting you from the 
wind, And it does this better than any other fairing made. Simply 
stated, it’s beautiful because it is the very best there is. 


When equipped with a Windjammer Ill and our remarkable 
new aerodynamically engineered lowers (as pictured 

at left) your motorcycle becomes a truly year-round 

touring machine. You ride safer in cold weather 

because you ride warmer. 


If you're serious about motorcycling and proud 
of your machine, the Windjammer Ill is the 
only fairing you need consider. 




























To see why the fairing that costs twice 

as much accounts for one out of three of 

r all fairings sold, getthe Vetter 

mE N & Windjammer Ill story and full 
p information on Vetter 

options and accessories 
at your authorized 
Vetter dealer. Or 
contact Vetter Fairing 
Company, Dept. C; 
Rantoul, Illinois 61866. 
Phone (217) 893-9300. 


Vekter 


The first to doit right. 








AA, N r ý A 
l Yi 3 a) “ait 
ral | od EF The Windjammer Ill Ch g K 
; Uiadiammel +44 a ; > shown without ` 
: \ Q) Windjam ; š _ optional lowers. pe 
\ y , a w 2 Lowers can be fitted to most earlier model Wind- 
jammers. Check with your dealer. Other options 
include “Class A” side lamps, tonneau covers (for 


built-in storage compartments), snap vents (for 
better ventilation in summer), Carello Halogen 
headlight, new high-visibility wrap-around reflec- 
live. striping, new. Vetler/Hayden. oil cooler and 
new cigarette lighter. 
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Distributed in Canada by: 


Marquette 
Marketing 
Corp., Ltd. 


Ontario 

















-Even when 
the weather's lousy, 
it’s great 
riding a BMW. 
With that light, 
and those brakes, 


re TE IS 


~——~Tnever worry.’ 





LE NO. 23 ON READER SERVICE PAGE. 





At BMW, we think a motorcycle should be much 
more-than just a fair weather friend.- 

So the BMW is designed to be usable, and as safe 
as possible, no:matter what the conditions. 

-Our new perforated brakes are a for instance. 
They're designed to work better in the wet. Because the 
holes prevent water from forming a slippery film on the 
disc. So no matter how wet the weather, the brakes still 
work the way they should. +. ; 

Of course, the better you see, the better off you... -! 
are. So the BMW is fitted with that quartz halogen he 
light, without question the most powerfullight available 








ei 


on a production bike today. You can see where youre 
going. And others can see you coming. 

Designing safety into a motorcycle can be pretty 
subtle, too. For example, suspension. Whenyou get 
tired, you're more likely to make mistakes. Riding. Or in 
anything. So the BMW has extra-long travel suspension 

Bi tolabsorb all those jolting, tiring road shocks. And the 
“most comfortable seat in the business. š 

With a BMW, you have fewer worries, even on a 
suniiy day. Our driveshaftis trouble-free. Our flat twin 
engine is amazingly reliable and powertul. (So powerful 
that we ran away with first in the AMA National 


Production Championship Road Race at Ontario, CA.) 
The BMW. See the entire 1975 line—with perfo- 

rated discs, new ergonomically-designed controls, more 

powertul electrics, new exciting colors, an even more | 

comfortable seat —at your local dealer. You'll find him | 

in the Yellow Pages. | 
U.S. Importer: Butler & Smith, 

Norwood, N.J./Compton, CA. 90220. 

In Canada, BMW Motorcycle 

Distributors, Ontario, Canada. 

European delivery plans available. 


Bavarian Motor Works A 


50 years of building the world's finest motorcycles. © =¥ 


G 











Some of the people who _ 








buy the Dodge Tradesman van 
arent even tradesmen. 


Some of them are people like you. People who chase 
the biggest waves or the toughest hills—or maybe just the 
warmest sun—in a solid hard-working Dodge Tradesman 
van that’s made to play just as hard as it works. 

What makes the Tradesman ideal for vanners? A lot of 
of the same things that make it ideal for car- 
penters and plumbers. Things such as our 
choice of dependable Dodge engines. A choice 
that begins with our famous 225 Slant Six 
(smallest displacement engine offered in any 
American van) and offers you two V8 engine 
options for extra power, if you need it. Electronic 
ignition System to keep the Tradesman out of 
the shop and on the road—running ‘like new 





longer. Optional AM/FM radio. And a choice of van sizes 
that includes the big Maxivan—the biggest van in the 
field. With room for surfboards, dirt bikes, or even some 
simple comforts of home. 

That’s the Dodge Tradesman van... built to get the 
job done. Even if the job isn’t a job at all. 


EXTRA CARE 
IN ENGINEERING 
MAKES A DIFFERENCE. 


DODGE TRUCKS. 
DEPEND ON ’EM. 


The basic van comes from Dodge. Custom touches such as porthole window, ‘‘mag"’ wheels, fat tires, sidepipes, and paint trim are available through custom shops. 


Unit shown is Surfer by Travco 
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inches of pre-load; and the dampers are 
standard Konis. 

The difference was incredible. The 
Konis transformed the V75 enduro into 
a comfortable machine which could gob- 
ble up the worst terrain imaginable. The 
overload on the forks was reduced sub- 
stantially because the rear wheel moved 
through its full arc. The springs were a 
bit soft for big riders and deep whoop- 
dee-dos. Nevertheless, the trade-off was 
worth while. 

While the suspension change made the 
Montesa far more forgiving and comfort- 
able, the cantilever system does have one 
drawback: after going over a sharp drop 
or rise, the system pitches the rear end 
up. The enormous amount of rear wheel 
travel.probably means that the pitching 
effect is inherent in the cantilever system. 

Access to the toolbox is cumbersome. 
The right-side stand is clumsy to use. In 
situations where the rider is off-balance 
or rushed, the forward-mounted kick arm 
is difficult to get under foot. Riders desir- 
ing civil conveniences will find them ab- 
sent on the V75 enduro. There are no turn 
signals; there is no oil injection; the engine 
won't start in gear; the bike can’t be cen- 
tered on a flat box: and worst of all, the 
muffler has no U.S. Forestry-approved 
spark arrestor. 

The lights worked longer than those on 
any other Spanish bike we have tested. 
Still. at 350 miles the flimsy filaments 
broke or melted. The electrical switch 
on the handlebars is from a bygone era 
and has questionable reliability. A non- 
sealed stamped steel case houses the elec- 
trical controls: the on/off light switch, 
horn and kill button. Unfortunately there 
is no identification as to what switch 
Operates what item. 

Serious dirt riders will like the knobby 
tires, 3.2 gallon gas tank and frugal mile- 
age. 259 pound weight, tire bead locks and 
shoulderless aluminum rims, Twin Air 
filter, superb non-grabbing brakes, bel- 
lows-type neoprene fork gaiters and quiet 
muffler. 
simplicity and function for a sole pur- 
pose—enduros. 

The engine is a well-thought-out and 
proven powerplant. It produces more 
horsepower and torque than all but two 
of its enduro rivals, the 250cc Can Am 
TNT and Penton Hare Scrambler. The 
engine Starts first kick, never misses a beat 
and has the kind of performance enduro 
riders can use. Because the bike is light. 
just a little cutting on the piston skirt and 
the addition of a VR exhaust system 
would make the V75 an enduro rocket. 

The V75 excels as a fast cross-country 
bike and fire-roader. It’s not a great woods 
or mountain goat plonker like the Bultaco 
250 Alpina and it’s not highway-legal in 
any State in the union. Comfort suffers 
inexcusably from shock springs that are 
too stiff and the miserable seat hump. But 
the rest of the bike—everything—functions 
exactly as Montesa intended. © 
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Jock itch 





The machine is a culmination of 


Itching, chating, 
rash, irritation, 


excessive perspiration 


inthe: ki area 
coul 





Whether you're suffering from the bother- 
some symptoms, or Jock Itch (Tinea cruris), you 
should be using Cruex® Medicated Spray Powder. 

Cruex soothes itchy, inflamed skin. Absorbs 
perspiration. Helps cushion against further 
irritation. And, medicated Cruex is strong enough 
to help prevent the fungous infection that can 
develop. 

Since Cruex is a spray powder, it penetrates 
into hard-to-reach places, without mess, without 
pain. Get relief —fast. Avoid embarrassing itch, too. 
With Cruex. Soothing, cooling Cruex. 

So good it has this guarantee: if not totally 
satisfied, just return the Unused portion to manu- 
facturer for full refund. 


Cruex 


Guaranteed to work or your money back. 
A PRODUCT OF H Penman CORPORATION 
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Cycle MAIL HOUSE 
ARAL ro-6 $279 


REBUILDABLE HELMET 


Now available direct to you. The only 
helmet that custom adjusts to your needs 
and is rebuildable.-If. you're left handed, 
just swap chin straps. If you get a hair cut 


and yourhelmet doesn't fit, just adjust the 
sizing band. Mud and water aren'ta problem. 
Take ‘the ‘insides out for quick. drying, 
washing or complete replacement. Break a 
chin strap, just replace it. 

The ARAI “Customizer” has a full fiber- 
glass shell and, styrofoam- liner. Exceeds 
Z90.1 and, Snell-70 standards. In. white, 
pearl silver, international orange or gloss 
black. Specify head size. 


LANGHORNE M-X AND/SIX DAY BOOTS 
Featuring red, white and blue racing stripes 
down front, complete shin and ankle pad- 
ding for sgreat protection,» elasticized top 
for snug fit, seven roller buckles, metal heel 
and ‘toe cap for long wear, heavy \duty 
sticking, made of the highest quality genuine 
cowhide leather, and a full 17” high for 
total lower leg protection. The Moto-X boot 
has a super smooth sole/heel for. total friction 
free sliding on any track surface. Our Six-Day 





RD-6 REPLACEMENT KITS 
Replacement Foam Pads Set 
(All Interior Foam Pads) 


Replacement Upholstery Set 
(Headbands, Foam Pads & Jersey Covers) $9.98 


Complete Interior & Straps Set $6.98 


boot. is equipped with a lug style sole/heel 
for that traction required in the mud holes. 
Both boots are gas and oil resistant. Sold in 
“D” width, sizes 7- thru 12. 
Six-Day Boot $44.50 
Moto-X Boot $43.50 


$1.98 


OUTRIDER ACCESSORIES, INC. MAIL ORDER OR COME OVER 
608 W. 57th Street, New Nork, N.Y. 40019 Use this coupon to mail order direct any of the 


SEND ORDERS TO THE ABOVE ADDRESS C/O MAILORDER DIV. quality products featured above. Send your check 
or money order to our national mail order ware- 
house in N.Y. or if you're nearby, come on over. & 


Address Outrider, New York 
City/State/Zip 606 W. 57th St., N.Y.C., N.Y. 10019 


7 Outrider, Los Angele , f 
CSETE fe Lea 10545 W. Pico Blvd., L.A., Calif. 90064 : 
BRE SEES: OA ARS, i a S 
85 N.E. 167th St., N. Miami Beach, Fla. 33162 § 
ee) ES EES a) A Free 80 page mail catalog with any purchase. $ 


Add $2, 00; > Kostage and Handling. New Monk residents add 7% 2G tax. Check M/O 


Name 
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From Commuter 
to Cafe Racer 


There is a Bassani Quiet Exhaust System for your bike — Two Stroke 
Systems and Four Stroke Systems; 4-into-1, 4-into-2 and 2-into-1 
collector units. All Bassani Systems are designed to extract the maximum 
power and performance that your bike will deliver . . . and new levels of 
quiet performance that you never before thought your machine was 
capable of. Functional styling so they look and fit as well as they per- 
form. They tuck close into the machine, give you adequate lean clearance 
around corners and install easily. 


Every system has been personally designed and 

perfected by Darryl Bassani himself. Whether 

you use your machine for transportation or AEN 

“The Sunday Ride” insist on Bassani { 

Quality, Quiet and Performance. For 
-more information on exhaust systems for 
~ your cycle’ send 50¢:for brochure. 





Bassan. 


Manutacturing 
QUALITY & PERFORMANCE 
WITHOUT COMPROMISE 





3726 E. Miraloma, Dept. C, Anaheim, CA 92806 (714) 630-1821 


CAFE RACERS! 


THe latest fron. ; 


DUNSTALL GOODIES 
NORTON—HONDA 
KAWASAKI—YAMAHA 


—in stock— 


PROMPT SHIPMENTS 


_the:innovator. 
of CAFE RACER 
accessories“ 


RACER! 
Yo FAIRING 


Frame:Mounted. 

Sides‘cut¢away for 

maneuverability. 

in paintable white or 

black. Approved AS-6 windshield in. clear. 
os:smoke. Mounting hardware for easy: > 
boit-on:instaflation. Fits Hon.,. Kaw., Yain:, Suz., 


SEND $1.00 FOR NEW CATALOG 


_DIGH’S CYCLE WEST 


“304 Agestine Road, Suite 5 
San Gabriel, Ca. 91776/(213) 287-9656 — 
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Write for price list and all-inclusive 
catalogue, free, including hundreds 
of other popular CHOPPER, 
TOURING and REPAIR PARTS. 





Send $1.00 only if you wish AIRMAIL 


CHARIOT CYCLE LTD. 


Box 3534, Station “B” 
Winnipeg, Manitoba, Canada R2W 3R4 









ROTARY TOUR Continued from page 77 


a hundred times. 

Not one four-wheeled bastard stopped, 
not one white station wagon driver so 
much as slowed. Oh, in the dry day they 
can relate to the Suzuki’s bulk, admire 
our adventure, talk to us, but at night in 
times of trouble, it’s just blow on by. 

Two days later, 600 miles west, Geoff 
picks up a nail in his rear tire and does 
a lock-to-lock swerve-and-highside 
number outside El Cajon, California, 120 
miles from home. This crash, unlike the 
one on ice, is not smooth and undamaging. 
This one rips his snowmobile suit to shreds 
lighting a book of matches in Geoff’s 
pocket with the heat of friction. Three 
people stop to offer assistance before I 
can double back along the freeway 
shoulder to where he has left his bike 
blocking an entire lane, and two offer to 
haul the machine into San Diego.in their 
pickup trucks. Five officers of two dif- 
ferent law enforcement agencies show up 
before we are on our way again, all 
friendly and concerned. The sun shines. 

The California weather is warm for the 
remaining miles, the seat seeming hard 
without multi-layers of warm clothing to 
pad it. The rear tire, worn flat, makes 
sweeping freeway turns featuring rain 
grooves spooky. The water level in the 
giant battery is just now down to the 
“Lower” mark, receiving no attention on 
the trip, and the instrument cover is not 
always snapping back immediately when 
the ignition key is turned on. Hard accel- 
eration winks the oil injection tank level 
warning light, but with a quarter tank left, 
it goes off for level cruising. 

A new spark plug at Cyc/e’s shop in- 
Stantly improves the performance of my 
bike—it had made the entire 6540.3 miles 
on the same plug. The bikes used 362.4 
gallons of gas between them, for an 
average mileage of 36.094 miles-per- 
gallon, and about 16 quarts of oil, accord- 
ing to Mazon’s figures. 

From Cycle I wheel into my home- 
town, backfiring all the way just to see 
the startled faces. Exiting the freeway on 
a forgotten ramp, I find myself way too 
hot in a decreasing radius with no-where 
to go. Responding to a tap of the rear 
brake and a mighty heave of the handle- 
bars. the RES does not deposit me on the 
ground as I expect, but rather sails on 
through with nary a scrape of metal, 
which is a nice gesture on its part. 

There are people waiting in the drive- 
way of my home, people who want to 
know what manner of machine this Rotary 
is for touring. 

“Well, its smoother than my Honda, but 
heavier; slower than my Ducati, but 
quieter; nicer than an ElectraGlide, but 
not as charismatic. Which is to say, I’m 
not too sure, but here I am.” 

Feeling odd sitting still, I do the only 
appropriate thing to celebrate being 
home—go for a ride. © 
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GO with tre LEADER 


BECOME A 


CERTIFIED 
MOTORCYCLE 


MECHANIC 


Train at Daytona Beach, Florida 
By every standard AMI is the leader in 
the field of training motorcycle mechanics 
e Thorough, comprehensive resident 

training programs. Highest standards 

required for graduation. 


e 35 fulltime personnel including a dedi- 
cated, qualified team of instructors. 

e AMI has the largest and most complete 
facility in the industry. Over 32,000 
square feet of school area. Four large 
classrooms. Ten..completely equipped 
laboratories. Large repair shop, with 
modern equipment. Rotary engine and 
dynamometer laboratories for special 
courses. 

ROTARY- 
ENGINE , 
LAB 


& 
DYNAMOMETER 
AB 


APPROVED FOR VETERAN’S TRAINING 
MOTORCYCLE REPAIR IS BIG BUSINESS! 
Over 7 million motorcycles in use. 15 mil- 
lion projected by 1980. 16,000 motorcycle 
dealers now in business. Number increas- 
ing every month. Dealers need thousands 

of qualified motorcycle mechanics now. 


START YOUR CAREER NOW! 


Call 800/874-0645 Toll Free 
Fla. Residents Call Collect 904/255-0295 


AMERICAN MOTORCYCLE 
ÀA INSTITUTE 


P. O. Box 2628 
Daytona Beach, Fla. 32015 
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BMW R90S*..c.sceteseee ceases 

BMW:R90/65 en ae September 
Bultaco 250 Alpina.................. June 
Bultaco MK VII Pursang.............. July 
Can-Am 250 T’NT Enduro ....October 
HondarGBi2bc ans ress... May 
HondaiCB200 tacts aa February 
Honda CB450°K7, ra ca aa April 
Honda XE25OR I a ret July 
Kawasaki 750 H2 .................. October 
Kawasaki G3SSA90 .....0......0....... May 
Kawasaki 400 S3 00.00.0000... January 
Maico 400 Qualifier .........4... August 
Montesa 250 Cappra VR ............ May 


Montesa 250 King Scorpion....January 
Norton, John Player .. December 
Ossa 250 Phantom............. November 
Penton 250 Hare Scrambler ...... April 
Suzuki 185 Ranger 

SISIOM A ack: Madham September 
SuzuUKINGT-550Le= =. ... July 
Suzuki GT 380L Sebring ............April 
Suzuki T500L Titan.............. February 





Suzuki TS400 Apache .. .. October 
Suzuki TSSOL Gaucho .... May 
Triumph TROMA Eaa tess orc March 
Yamaha DT360A Enduro ........ March 
Yamaha RD60A S aaa aeei anntaen May 
Yamaha MATTO A aa July 
Yamaha TXO50A Aaien ar August 
Yamaha DT400 

Enduro nemus cs tere November 
Yamaha RD350.......0.00....... December 

1975 

Honda CB400F SS .................. March 
HondatCB500i. ies February 
Kawasaki KS-125 

Enduiozeae. eee a, February 
Kawasaki 903 Z1-A................ January 
Montesa V75-Enduro 250 ...... March 
Suzuki RES Rotary... January 
Yamaha YZ-C 125 

Monocross# se == ee march | 

















THE MORE YOU 
KNOW ABOUT 
FAIRINGS 
THE MORE 
YOU'LL WANT 
A WIXOM. 





Fairings for Honda 500’s 
— 750 Fours and other 
popular street and 
touring mo- torcycles are 
the world’s best. They 


are carefully sculptured of fiberglass 
utilizing special resins which absorb 
vibration and shock. Stress areas are 
carefully engineered and reinforced. 
Our fiberglass is strong and it’s 
repairable.. Beware of other so-called 
space age “wonder materials” that 
can’t withstand vibration. 


When Wixom introduces something 
new, it will be done right! Thousands 
of satisfied Wixom owners since 
1965 have told us their fairing has 
outlived their bike! 


When you find out the facts about 
fairings — you’ll want a Wixom. 


Write today for 
catalog and decal 
$7.00. ppd. 


WIXOM BROTHERS, INC. 
1637 East Burnett Avenue 
Dept. .CM-375 
-Long Beach, California 90806 ~~ 
(213):426-0485 x 
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Triple-chrome À 
plated Rack 


Sissy Bar 
Back Rest 


racks up 
another 
winner. 


You can really haul with this generously sized new rack...a 
full 185 square inches of triple-chrome plated quality and utility. 


“Engineered*foreasy»custom.installation that retains your cycle’s 


turn lights. And Bates Racks are fully compatible with all the 
famous Bates Saddlebags. 

There’s more! A full line of rack accessories . . . each tops in 
its field. Chrome-plated Sissy Bar Backrest that works with or 
without the custom embossed Pad. For those going first cabin, 
there’s a generously sized lockable Storage Box and Pad com- 
bination that proves you can take it with you! 

As with all Bates accessories, these come to you in a pro- 
tective packaging that keeps them fresh and new. 


C] Luggage’ Rack—$39.95. Cycle Model nn T 
O Bolt-on Sissy Bar—$14.95 [] Custom Sissy Bar Pad—$14.95 .... 
O Lockable Storage Box and Custom Pad—$39.95 

Pius shipping and insurance (10% or $10.00, whichever is less) 

Total Amount Due {[ Check [O Money Order enclosed for 





Send order to Accessory House, Box 1770-CR, Long Beach, Calif. 90801 
and include your complete name, address and telephone number. 


(J $2.00—Rush me all the full-color Bates Accessory and Leathers Catalogs. 


WHY STRETCH! 


Tired of Bending Over? Then sit back and 
relax on your bike with a pair of 


SET BACKS 


Move your handlebars back where you can 
reach ’em. Yes, move 'em back over 2 
inches without changing cables or hoses 
in 30 minutes! 

FITS HONDA YAMAHA 
SUZUKI KAWASAKI BMW 


Send only $ 12.95 plus .50 postage to 
CREATIVE ENTERPRISES 
Box 13640; Fort Worth, Texas 76118 


State Make & Mode! 
Texas res.-add 4% sales tax. 
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AAA Cycle Exchange 

Akront North American 
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American Honda 
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American M/C Mechanics 


American M/C Mechanics 


American M/C Institute ... 
Charles Atlas 


Dick Cepek 

Chariot Cycle Ltd. 
Chrysler (Dodge Truck)... 
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Continental Motorcycles 
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Daido Corp. ............ 


Dicks Cycle West 
Dytonis 

Florida Cycle Supply .... 
Ford Motor Company .... 
Greater Hemispheres. .... 
Hagity Remp 
Harley-Davidson ... 
Harley-Davidson 

Honda of Mineola.... 
Hooker Headers 
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Free Information Service © 


Here’s how you can get additional information at no charge, concerning 
products and services advertised in this issue, and items mentioned in the 
New Products Editorial Section. 

1. Clip one of the coupons (two are provided in the event a second person 
reading this copy wishes to use the service). Print or type your name and 
address where indicated. Be sure to include Zip Code. 

2. Please answer all questions and circie the number on the coupon which 
corresponds to the number at the bottom of the advertisement, or New 








Products Editorial Listing. for which you want additional information. (Key 
numbers for advertised:products also appear in advertiser's index on the 
opposite page.) 

3. Paste the coupon on a government post card:or place it in an envelope 
and mail to: ‘ ; 
CYCLE, P.O. Box 2904, Clinton, lowa 52732 

4. Your request for information will be forwarded to the appropriate compa- 
nies. Please ailow 4 to 6 weeks for them to fill your requests. 


| expires APRIL 1975 

















EXPIRES APRIL 1975 CC 3/75 1 CC 3/75 12 
I 
Name | Name eee? ree 7 bi 
Address $ $ [Aee Gola FB a a PORA = S = 
City State : _ Zip Code Kaly Sona ES eR States zi _Zip Code 
PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE - ` 
OR PRINT AS CLEARLY AS POSSIBLE OR PRINT AS CLEARLY AS POSSIBLE ; : 


1. How many motorcycles do you now own? 
Api B[]2 C[J3 or more D (J None 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE THE 
* FOLLOWING: 


Answer for most recent purchase if more than one is owned. 


2. What make? 

















A [O BSA E [H-D | [] Kawasaki M (J Suzuki 
BL] BMW F [C] Hodaka J [ Norton N [J Triumph 
C [] Bultaco G [] Honda K [0 Ossa O [] Yamaha 
D[] Can-Am H [] Indian L [J Rokon P [C] Other 


3. What engine size? 


1. How many motorcycles do you now own? A 
Api Bi[af2 C [] 3 or more DEJ None 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE THE 
FOLLOWING: 











Answer for most recent purchase if more than one is owned, 


2~ What make? 











A [] BSA € [H-D |_[ Kawasaki M [] Suzuki 
BL] BMW F [] Hodaka J [J Norton ; N [J Triumph 
C [] Bultaco G [] Honda K [] Ossa O [] Yamaha 
D [] Can-Am H [] Indian L [J Rokon P [] Other 


3. What engine size? 








A [] 40-99cc D [] 300-399cc G [] 600-699cc 
B [] 100-199cc E [] 400-499cc H [] 700-799cc 
C [] 200-299cc F [] 500-599cc | [800cc & up 


A (] 40-99cc 
B [] 100-199cc 
C [J 200-299cc 








D [0 300-399cc 
E [ 400-499cc 
F [ 500=599cc 








G [J 600-699cc 
H [J 700-799cc 
1 [800cc & up 





4. Excluding motorcycle(s) currently owned, had you previously owned a 
motorcycle? 1 [] Yes 2 [0] No 


If YES: 


5. What make? (Most recently owned, if more than one.) 





ACL] BSA E [H-D | (] Kawasaki M (J Suzuki 
BL] BMW F (J Hodaka J [ Norton N [] Triumph 
C [] Bultaco G [] Honda K [] Ossa O [] Yamaha 
D [] Can-Am H [] Indian L C] Rokon P (] Other 


6. What engine size? (Most recently owned, if more than one.) 
A [J 40-99cc D [] 300-399cc G [J 600-699cc 
B [] 100-199cc E [] 400-499cc H [] 700-799cc 
C [J 200-299cc F [-] 500-599cc | [800cc & up 

















7. Do you plan to buy a new motorcycle within the next 12 months? 
A{] Yes B [] No 

8. What make are you most seriously considering? (Check ONE.) 
A [] BSA E Ç] H-D | [] Kawasaki M (] Suzuki 
B [] BMW F (] Hodaka J [ Norton N [C] Triumph 
C [] Bultaco G [] Honda K [] Ossa O [] Yamaha 
D [] Can-Am H [] Indian L [J Rokon P (J Other 

9. What engine size? 
A (] 40-99cc D [C] 300-399cc G [ 600-699cc 
B [C] 100-199cc E [] 400-499cc H [] 700-799cc 
C [J 200-299cc F [J 500-599cc | [J 800cc & up 











10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, etc.) 
within the next 12 months? 

A [] Less than $30 C []$50-$59 E []$100-$149 G[] $200-$299 








B [J $30-$49 D [J $60-$99 F []$150-$199 H [_] $300 or more 
11. What is your age? 

A [] Under 18 C (21-24 E [] 35-44 G [55-64 

B [J 18-20 D [] 25-34 F [0 45-54 H [J 65 or over 


For information on items circle numbers below. 

1 2 3 4 5 6 7 8 Spel 0: tt al hea Si eet 
16 17 18 19: 20 21° 22 23 °.24- 25.26 27 28 °29:-°30 
31 32 33 34 35 36 37 38 39 40 41 42 22` 44-745 
46 47 48 49 50 51 52 53 54 55 56 57 58 E60 
61 62 63 64 65 66 67 68 69 70 71 72 73 74 75 
76 77 #78 $79 80 81 82 83 84 85 86 87 88 89 90 
91 92 93 94 95 96 97 98 99 100 
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4. Excluding motorcycle(s) currently owned, ‘had you previously owned a 
motorcycle? 1(] Yes 2[JNo 





5. What make? (Most recently owned, if more than one.) 


























A [] BSA E [H-D | [J] Kawasaki M (J Suzuki 
B [] BMW F [] Hodaka J [ Norton N [] Triumph 
C [] Bultaco G [] Honda K [J Ossa O [] Yamaha 
D[] Can-Am H [] Indian L [] Rokon P [] Other 
6. What engine size? (Most recently owned, if more than one.) 

A {() 40-99cc D [ 300-399cc G [0 600-699cc 
B [] 100-199cc E [] 400-499cc H [ 700-799cc 
C [J 200-299cc F- §00-599cc | 800cc & up 


. Do you plan to buy a new motorcycle within the next 12 months? 
AQ Yes B [] No 


8. What make are you most seriously considering? (Check ONE.) 














A [] BSA E [C] H-D | (J Kawasaki M (J Suzuki 
B [] BMW F (J Hodaka J (J Norton N C] Triumph 
C [J Bultaco G [] Honda K [] Ossa O (J Yamaha 
D [] Can-Am H [] Indian L (J Rokon P [ Other 


9. What engine size? 





A [] 40-99cc D [7 300-399cc G [J 600-699¢ce 
B [] 100-199cc E [] 400-499cc H [C] 700-799cc: 
C [C] 200-299cc F [] 500-599cc 1.0] 800cc & up 





10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, etc.) 
within the next 12 months? 

A [Q Less than $30 C []$50-$59 E [] $100-$149 
B [] $30-$49 D [] $60-$99 F []$150-$199 





G (J $200-$299 
H [C] $300 or more 





11. What is your age? 
A [] Under 18 C 0 21-24 
B [] 18-20 D [] 25-34 


E [J 35-44 G [0 55-64 

F [45-54 H (] 65.or over 

For information on items circle numbers below. 

1 2 3 4 5 6 T 8 9 10 11 12 13 14> 15 
16 I7 18 19 20 21 22 23 24 25. 26 27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 


51 62 63 64 65 66.67 68.69 70. i ` 72% 73 .74 75 
76 77 78. 79 80 81 82. 83 84 8 86 87° 8f 89 90 
91 92 93 94 95 96 $9788- 99 100 
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46 47 48 49 50 51 $2.53 54. 55 56°. 57 58 59 60° 


| 


ee ee 


LETTERS Continued from page 27 


| incurred neither frostbite nor frozen 
controls, although | wouldn’t suggest this 
as practice for anyone, as the chill factor 
under these conditions approaches 60° 
below zero. 
John Ford 
Talkeetna, Alaska 


Z1-A 
In reference to your article Jan. 75 


Issue ‘Kawasaki 903 Z1-A The King.. > 


Is still the King,” | have some questions 
to ask. The King of what? 

It can’t be the King of touring bikes, 
because as you pointed out in your article 
the seat is too uncomfortable, the bike 
does vibrate and for a DOHC 4 that is 
totally unacceptable, and in the rear with 
too stiff and too small shocks you-have 
a kidney-awakening situation. 

Then how about a sport bike? Well, for 
one thing, 544 Ibs. does not make it a 
lightweight, and probably the biggest 
problem of all which is inherent in most 
Japanese bikes, except maybe for the 
Yamahas, is that the Z1 just cannot get 
in and out of tight corners half as well 
as the British or Italian Speedsters. With 
all the power and speed the Z1 embodies, 
this is a deadly combination. 

In all fairness, however, the Z1 does 
have a fine and dependable engine; but 


“until the Kawasaki engineers figure out... 


what to do with that engine, we really do 
not have a King, but just a pretender to 
the throne. 
James F. Santore 
Mt. Vernon, N.Y. 


After reading your article on the Kawa- 
saki 903 Z1-A in your January issue, | 
just had to write. | currently own 2 Kawa- 
sakis and have been seriously consid- 
ering buying a third—the 903; but am 
confused about one thing. 

This is the second article which | have 
read about this motorcycle in the last two 
months, and both list the suggested retail 
price as $2475. However, where | live in 
Chattanooga, Tenn. the price is several 
hundred more—$2745. There is only one 
Kawasaki dealer in Chattanooga, and | 
was wondering if he is ripping people off 
for the extra $270 or if the price has 
actually gone up? 

Wayne Robinson 
Chattanooga, Tenn. 


The price published in our road test of 
the Z1-A is Suggested Retail, POE West 
Coast. The further you get inland the 
higher the Suggested Retail. Too, Sug- 
gested Retail is just that—Suggested. The 
dealer is in no way compelled to sell a 
bike for its Suggested Retail. If he can 
get $6000 for a Kawasaki 90, then that’s 
what he'll sell it for.—Ed. 


This is hastily written with the hopes 
of arriving in your hands before Kawa- 
saki's legal agents can prepare formal 
charges of slander. Personally, | lose no 
love for the factory, having been involved 
with one of those fugitives from quality. 
108 7 


But to compare the 903 Z-1 to a Corvette!! 
John Wayne wouldn’t have the nerve to 
get that low. It’s obvious your article was 
intended to be complimentary, but you 
should’ve implied that the Kowie was what 
the Corvette is supposed to be. 

Look, maybe you could plead pub- 
lisher’s privilege. Or no contest. Or tem- 
porary insanity. 

Leon Lunch 
Cleveland, Ohio 


Production Racing Pains 

| read your Editorial in the January ‘75 
issue with great interest. | am wholly in 
accord with your suggestions for creating 
classes with more brands represented, 
whether by displacement allowances or 
just performance ability (as SCCA does). 
Our sport is dependent on interest by 
owners of all brands. Interest from just 
the die-hard racing buffs or one-brand 
owners is limiting our own growth and 
creating apathy towards a great sport. 

As we see in California, production 
racing is a growing field. New riders are 
attracted by the comparatively low initial 
investment to see what they can do. 
Keeping racing on the track also does 
a great deal for the image of our sport, 
rather than having ten Sunday riders 
ear-holing around a car on a blind curve. 
Production has shown up some new tal- 
ent that otherwise might never have been 
brought to light. a 

Your example of Ed Unini is well-taken, 
and there are many more like him in other 
classes as well. As we at Vanguard man- 
ufacture or distribute the performance 
innards of Ed’s motor we may be consid- 
ered prejudiced, but wè are concerned 
with all the talented riders who, under the 
existing rules, lack the incentive to race. 
The Laguna production race is a case 
in point. We built a special AMA-legal 750 
Honda engine for Ed to compete on. Even 
though he putin an excellent ride, he was 
sadly out-horsepowered by larger dis- 
placement bikes and finished poorly. 

We at Vanguard endorse rules that 
entourage close competition, for after all, 
that is what the paying customer wants 
to see. Our impressions from customers 
and friends alike strengthens that idea. 

> Rich Arian 
¿ San Rafael, Ca. 


| received my new January ’75 Cycle 
in this morning’s mail and immediately 
opened it and read. your. Editorial. You 
have shocked me with your statements. 
You have joined forces with the others 
who are attempting to kil! the sport of 
motorcycling. Your statements to let other 


types of bikes regardless of size or modi- ` 


fications race against the leaders in the 


lightweight and heavyweight classes for . 


the simple reason of competitiveness 


does make me wonder why. The RD 350 


dominates the lightweight production 
class for the simple reason that it is the 
best light- or middleweight bike made 
today. For that same reason the 903 and 
90S dominate the heavy classes. If the 
other manufacturers want to compete, let 
them, if not, let Yamaha continug to domi- 


nate and soon the other manufacturers 
will see the benefits and produce better 
machines themselves. By all means make 
the others catch up with the RD350, 903, 
and the 90S. Don’t penalize the leaders. 
Please think a little and then retract 
your statements. J. Scott Poole 
Raeford, N.C. 
Rotaries 


Regarding Cook Neilson’s admission re 
the Triumph rotary: ‘‘We do not know how 
to discuss its displacement,” the usual 
method is to take two of the three com- 
bustion chambers and add them together. 
This is what Mazda does in the U.S. Su- 
zuki, however, is claiming their R.E.5 en- 
gine is only 500 ccm’, which shows they 
are using only one of the three chambers 
as their measure. Maybe Suzuki was 
looking toward racing, and figured the 
smaller displacement would avoid the 
problem of having to face up to the new 


1-liter Honda... Wally Wyss 
Los Angeles, CA. 


Be Nice 

| have noticed over the past year a 
creeping tendency toward hyper-critical 
test reports of motorcycles. This seems 
to be arace among the major publications 
for validity. _ 

At the dealership level, | note that many 
motorcycle purchasers are new, first-time 
owners. These shoppers lean on friends, 
motorcycle publications and dealers for 
information which they attempt to relate 
to their interest in motorcycling. 

Isn't it time to make the test reports 
more factually scientific and less opinion- 
ated regarding personal trivialities? After 
all, the feel of the grips or the position 
of the seat or many other factors used 
for critical comment are purely the feeling 
of the individual test rider. ; 

There are many, many good motorcy- 
cles on the market. If a person buys one 
of these, they will more than likely perpet- 
uate the entire motorcycle industry, in- 
cluding motorcycle publications. 

Patrick Ball 
Baytown, Texas 


| was just discussing your publication 
with a buddy, and while we both agreed 
that Cycle’s material is on top of the heap, 
we also agreed that the Cycle staff is 
beginning to think of itself as the final 
word on what is “good” and what isn’t! 

What prompted this outburst was the 
test on the Z1-A (January ‘75 issue). While 
you state that the Z-1 has “unmistakable 
class” you go on to say it doesn’t have 
to be ‘‘tarted-up in red paint? etc. 

In the opinions of both my cohorts and 


‘I, the original Z-1 color scheme did more 


for the bike than its present get-up. 
Of course this point is trivial, but it just 
seems you're getting too big for your 


prtehes. Zeke Carlson 


Tucson, Ariz. 





Address all correspondencé to: Cook 
Neilson, “Letters,” CYCLE Magazine, 
780-A Lakefield Road, Westlake Village, 
California, 91361. 

CYCLE 


